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The Danger of Fast. Trains. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

In these days of rapid transit, when the public are sup- 
posed to be clamoring for fast-express trains, and when rail- 
road managers are obtainiug- improved and heaver motive 
power, putting their road-beds into first-class shape, and 
straining every nerve to make fast time and beat their com- 
petitors, it may be well to ask whether the matter of high 
speed and large and heavy locomotives is not liable to be 
overdone. 

Running 50 or 55 miles an hour on a straight, smooth and 
well ballasted road, very few people can realize how fast 
they are traveling, and have little or no idea of the dangers 
to which they are exposed, from the time they enter the 
cars until they reach their destination. A switch may be 
left wrong, a draw left open, a wheel or axle may break, a 
wrong signal may be given, or the engineer may disregard 
the signal. 

The slightest failure on the part of a switchman, signal- 
man, trainman or engineer to perform his duty thoroughly 
may produce disastrous results. 

The writer has been led to make these observations upon 
reading an account of the recent disaster at Bear Swamp, 
on the New Jersey Division of the Pennsylvania Railroad. 

This road is popularly supposed to be the safest and best 
managed road in America. It has a perfect system of 
switches and signals, is equipped withthe latest and best 
known appliances, and in fact is held up as a modei to other 
roads. Yet in spite of this fact, an express train driven at 
a high rate of speed runs off of the main line upon a siding 
at an open switch : two cars jump the track, and are broken 
to splinters, with the result well known to your readers. 
The switchman was primarily in fault in leaving the switch 
wrong, and the engineer was to blame in passing the switch- 
signal, which evidently stood at danger, and which was 
placed nearly 1,000 ft. from the switch—a sufficient distance 
to have enabled him to stop before reaching the switch. 

The switchman’s duties were to attend to twoswitches at 
this point, manage the block signal, and act as telegraph 
operator as well. Now, without purposing to offer any 
criticism on the subject, it would seem that had this man 
been required by rule to remain at his switch from the time 
he opened it until the freight train ahead of the express had 
passed in, he would have been more likely to have closed it. 
But as the writer understands the testimony, the switch- 
man, after turning the switch, was required to go into his 
cabin and raise the signal to let the train in, and after that 
to turn the switch for the main line. 

Then in relation to the position of the signal; the writer 
would question the expediency of placing it nearly a quarter 
of a mile from the switch, and with nothing to show after 
passing the signal whether the switch was right or wrong. 
Then, agaia, in regard to the form of the switch signal, it 
may beasked whether it would not be better to use sema- 
phores for day signals at exposed points, in order tu give 
the engineer advantage of position and color combined. in- 
stead of color alone, as was the case at BearSwamp. After 
all, however, no switch or signal can be infallible as long as 
men placed in responsible positions neglect their duties. 

The disaster at Bear Swamp will soon pass out of sight 
except to those most deeply interested; but before the mat- 
ter passes out of mind, it may be well to ask whether the 
traveling public really do demand the very high speeds at 
which some trains are running, or whether it is done by 
ambitious railroad managers who are anxious to make ‘the 
best time on record” and beet their rivals. Our railroads 
are not yet ready for the rapid time that is made in Eng_ 
land. The road-beds generally are not in perfect condition. 
There are too many street and railroad crossings at grade 
to run with safety at such high rates of speed. The signal 
systems are for the most part imperfect, and, more than all, 
the men, upon whom so much depends, have not yet been 
brought to the almost perfect discipline required to run rail- 
roads successfully. 

The traveling public are not yet educated up to the idea 
of being hurried into eternity at 60 miles an hour. 

SLow Coacn. 








Drawings in Railroad Shops. 


To THE EDITOR OF THE RAILROAD GAZETTE : 

I have seen several systems of drawings for railroad shops, 
but none so convenient as the following : 

The general plan, or rather side and end elevations, are 
drawn on white paper mounted on a board 18 in. wide, by 
from 8 ft. to 10 ft. long, as the design requires. The scale 
is 3 in. to the foot. This width of board takes in nicely the 
entire running-gear, and the lower portion of the boiler. 
The special arrangement which appears to be clearest is a 
sectional view through the longitudinal centre of the 
cylinder nearest to the spectator, and a sectional view on 
the longitudinal centre line of the.further side of the engine 
back to the fire-box, which latter is shown in elevation with 
equalizer, springs, ete, The drawing should be on white 
paper of a soft texture, somewhat similar to blotting paper, 
as it takes colors and brush shading much more evenly 
than the harder papers, such as egg-shell, etc, The round 





objects should be brush-shaded with india ink, and the dif- 


_ | ferent metals colored with the ordinary designating colors. 


All drawings should be brush-shaded and colored, as the rela- 
tive positions, shapes, etc., of different pieces are on such 
a drawing at once impressed on the mind. .Sbading with 
lines confuses matters, as the shade lines are apt to be 
taken for outlines, and a mere outline drawing is a mass of 
almost unintelligible lines. Shading is an imperative neces- 
sity on all drawings where clearness is requisite, and brush- 
shading is the only prover finish. All others are makeshifts. 
The details are all drawn on white paper mounted on boards 
18x36 in. These boards are % in. thick and are kept from 
springing by two tapered cleats, 14 in. thick,. dovetailed 14 
in. into the boards. When these cleats,’which are of some 
of the hard, stiff woods, are driven home, the 
liability to spring is obviated. The details of but one piece 
are drawn on each board; for instance, the pump is 
drawn half size, the valves, cages, bolts, etc., full size. When 
a written description tends to clear up any pointit is frcelv 
used, and appears in ordinary Roman letters. The style of 
pump, ete., is put on the drawing in block letters. Every 
possible dimension is figured, and it is never necessary to 
measure the drawing. All distance lines are in blue and 
centre lines in red ink. All possible care is exercised to have 
the drawing and figures correct. If a mistake has occurred, 
the drawing is destroyed and a new one made. This latter 
arbitrary eonnection may be shortened by giving the draw- 
ing a coat of varnish, on which, when dry, the dimensions 
are figured, after which the drawing is again varnished. If 
a mistake is then detected, the figures can eas- 
ily be erased by scraping, without injuring — the 
paper, when the correct figures can be in- 
serted and the whole revarnished. On the point of var- 
nishing it is best to give the drawing two coats of bleached 
shellac, and finally one coat of light-colored coach varnish. 
This makes a clear surface, which never turns yellow, and 
can be washed when necessary. The final disposition of the 
drawing is a rack which holds about seventy-five of the 
drawings horizontally. What each board contains is printed 
on the edge, so that it may be readily selected when needed. 
All getails are brush-shaded and colored. All details will 
goon 18x 36-in. boards in either the scales, 3 in.=1 ft. or 
114 in. =1ft., excepting the tender and boiler, which comes 
on in % in.=1 ft. The details are made with a view to such 
completeness that no verbal questions need be asked, as the 
drawings answer all questions which the building of the de- 
tail involves. FRANK C, SMITH. 





Notes by the Way. 





GALESBURG, II]., June 13, 1881. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

There are a few points of the Chicago. Burlington and 
Quincy cars which are not new, but nevertheless worthy of 
mention because worthy of a more extended use. 

The standard way-car of this road is larger than the 
ordinary caboose, and is in every respect a better car. It 
measures 28 ft. in length, is fitted with a clear-story having 
two platforms under it, one bearing an adjustable chair for 
the conductor, the other two seats for brakemen. Besides 
end-doors, there are sashed sliding side-doors, opposite and 
conveniently placed for the conductor’s use in overseeing 
and signaling from either side without leaving the interior 
of the car. Even the corner-bandle or ‘“grab-handle” is 
worthy of notice, being about 4 ft. 4 in. long and extending 
trom the usual point above, in a diagonal curve to a point 
near the bottom of the car, about two feet out of the per- 
pendicular (with the points above), forming a good and easy 
catch, and one which at first sight appears an improvement 
on the usual upright and downright bandle. 

Thecar is painted orange, and both in exterior and in- 
terior isa great advance in neatness on the dirty-brown 
caboose, 

There is a section and a half on each side of the car fitted 
with adjustable berths, the lower frames forming seats with 
backs, which are neatly cushioned, as are all the seats in 
the car. There is an adjustable table for writing or playing 
games, a draw-writing desk, a bill-box and a water-cooler 
with wash basin attached. Last but not least there is abun- 
dance of closet room for clothing, bedding, etc. 

The stoves of the Chicago, Burlington & Quincy way- 
ears were formerly made with an oval top, but the men 
made such an outcry, that the company changed this toa 
good, flat, comfortable spot for a coffee-pot. Indeed, the 
changes above enumerated were brought about by wise con- 
cession to the wishes of the brakemen and conductors. The 
only fault I found in the car was its lack of proper ventila- 
tion at the top; there were windows on each side opening 
into the sections, but these the men will not use except in 
hot weather. All such cars, which are really habitations, 
should be provided with a simple system for the inlet and 
outlet of air at all seasons. Other roads may have better 
way-cars, but these are certainly worthy of commendation 
as showing that care which every road o-ves to its men. 

And here it is not out of place to say a word about the 
brakeman. Bad as his language often is, and rough as is 
his life, this man, like all others who manfully brave danger, 
is not without self-respect. He is often more of a man than 
individuals of softer speech and clothing. Moreover, I have 
personal reason to believe that all the rank and file of men 
on our roads havea loyalty in them true and hearty and 
worth holding. Again and again have I been touched by 
their simple politeness, their kindness and respectful willing- 
ness to do you a favor, without any thought of gain or of 
return, 

Moreover, those who think these men do not care for ap- 
pearances should watch them as they prepare for their din- 





ner at their boarding-houses. Whatever else there may not 
be in the brakeman there is manliness in him. 





¢ ALONG THE LINE, June 22, 
THE IOWA DIVISION, 

The practical man who is guided solely by experience 
does what ? 

He judges by comparison with a standard which exists in 
his own mind as the result of a series of impressions, one 
overlaying the other, those parts seldom repeated fading 
away from the memory. The whole process of forming a 
standard of judgment is, in the mind of a practical man, 
much the same process which takes place in making a typi- 
cal family photograph. If on a sensitive plate, one impres- 
sion after another be taken of various faces in the same 
family, there will result a family face, resembling all but 
not the face of any individual member of the family. The 
strong and oft repeated lines have remained, the weak and 
less frequent lines have disappeared. The result is a stand- 
ard type with which all individual types may be compared. 

If now I were asked for a standard type of American rail- 
road, one which should represent both Eastern-and Western 
structure, management, and more particularly, method, I 
should chose the Chicago, Burlington & Quincy. Its pecu- 
liar position in this respect could be illustrated at great 
length. It is both an old and a new road, having double 
track and single track, with country easy and level and 
country difficult and broken; most of its road-bed is well 
ballasted and laid with steel rails, and there are sections 
where its iron is perhaps too bad for its fastest schedule time; 
not, however, on the direct mainline. Both Eastern and 
Western spirit seem to have united in its management. It 
has heads of departments thoroughly trained in the best 
scientific schools of the East, and it has men trained only in 
the hard practical school of railroad life. It is guided by 
science; itis managed by practical tact and experienced 
ability. Even its men area combination of Eastern birth 


| with Western training, or Western birth with Eastern ex- 
! perience and interest. 


It is, I think, more nearly than any 
other, a road which might be taken to represent the Ameri- 
can standard. 

What I particularly like is the motive of this road. f{ 
have reason to believ? that it seeks good and thoroughly 
trained men, and having found them treats them continu- 
ously well, whatever their grade or department. It seeks 
trained men, and it treats them like men, but I am sorry to 
say, it does not hold to its good principles without now and 
then a lapse. 

EQUIPMENT. 

If I were not so far from Aurora, I should like to enter 
into the details of equipment. As itis, I shall merely record 
a few notes taken at odd times. 

There are now on the road eight Baldwin Consolidation 
engines, two more have probably been shipped from Phi!a- 
delphia, and eight, in addition to these, will follow in coup- 
les at intervals of ten days. These engines have given great 
satisfaction, and I have not heard a word of doubt about 
them. They are now running between Ottumwa and Cres- 
ton, where the heavier grades require a heavy tractive power. 
They pull eastward over the 70 ft. grades about 28 cars of 
15 to 20 tons each; westward the freight is less solid, and 30 
ears form a train—35 cars on the 35 ft. grades. There is no 
complaint that the track or rolling stock has suffered, and it 
has been specially remarked with what little jerk and jar 
these heavy trains are started. It was, of course, necessary 
to strengthen the bridges by bracing and practically shorten- 
ing the arches. Ina few years better bridges will have been 
required, whatever the engine used, and then, of course, 
more permanent structures will be put up. The men do net 
dislike them, and although there is more work upon a man 
with a Consolidation there is no complaint. The fact is, 
Chicago, Burlington & Quinvy men are, on the whole, so 
well paid, that one hears but little grumbling among them, 
Although they are worked very hard (one runner whom I 
know made 250 freight miles without much rest in one day 
this week), yet enough extra men are employed to enable a 
weary man to seek rest whenever seriously needed, 

No trouble has yet been experienced from the wearing of 
the flanges of the drivers on these engines, and the faults in 
such difficulties as have arisen have been found to be in the 
curves of the track. It should net be forgotten, bowever, 
that I write out on the line, and not at the General Master 
Mechanic’s office. 

CARS, 

Several of the standard cars of the road have already been 
described in the Railroad Gazette, and I will refer merely 
to some points of the passenger cars. These cars have been 
less showy than on some other lines, but they are substan- 
tial and comfortable. I have taken special notice of the 
seats, and may refer to them by way of comparison at some 
future time. On the newer cars the old register ventilators 
have been replaced by pivoted ventilating iron doors in the 
sides and ends of the clear-story, there protected by wire 
gauze. The decoration has also been improved, and inlaid 
woods and bronze fittings have been introduced in place of 
more passé styles. I was horrified to discover that a door- 
lock, on which I had placed a moderate price, had cost seven 
and one-halt dollars. Truly, the general public is getting too 
extravagant in his tastes. He has one converience on these 
cars, bowever, that I have seen on no other. In place of put- 
ting his ticket in the hat, the conductor places it in x small 
ticket-holder on a panel in front of the iron door, and the 
general public may chew peanuts by the hour without being 
disturbed. 

The scant passenger traffic on some of the Chicago, Bur- 
lington & Quincy branches has led to the use of an hybrid 
car, with a passenger, a mail and baggage apartment, the 
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latter fitted with a platform and clear-story for the con- 
ductor and brakeman. 
INCRUSTATION AGAIN. 


This road has wisely taken pains and expended money to 
get good water for its engines. At Chariton, water is 
pumped 8,000 feet up a total rise of 150 ft. ; to Woodburn it 
is brought one and a half miles; to Prescott, one and five- 
eighth miles, and to other points from greater or less dis- 
tances. Much surface water 1s used, with interesting and 
instructive results. An engine with incrustated boiler can 
be used by being placed on this water. For the first few 
days it foams in the saddest way and becomes loose at the 
joints, but is soon all or nearly right again. On this road, 
however, and especially on this division, great care is taken 
to wash out every boiler frequently and thoroughly. 

WASHING OUT. 


The steam pump is set vigorously at work until the boiler 
has sufficiently cooled to allow the bare hand to rest on it 
in comfort. All the water and steam are then withdrawn, 
and the boilers placed under the influence of a strong force 
of cold water. 

No crack or injury has been traced to this process, and no 
bad results follow, except when, in busy times, the crown 
sheet is not allowed to get thoroughly cool in the washing, 
the sediment on it becomes baked into hard scale. 

THE BURLINGTON & NORTHWESTERN NARROW-GAUGE 
RAILROAD. 


The movement which resulted in the formation of the 
Burlington & Northwestern Railway C:mpany originated 
in the towns of Winfield and Crawfordsville, situated in 
Washington and Henry counties respectively. It was es- 
pecially indebted to the active agitation of scme gentlemen 
of Winfield who kept the subject before local attention by 
articles on this form of road. The company was organized 
March 3, 1875. We cannot note the hour, but the place is 
suggestive, at Morning Sun. About $150,000 stock was 
subscribed, of which $135,000 was collected. 

For 14 miles the line extends over the track of the Bur- 
lington, Cedar Rapids & Northern by means of a third rail. 
it then enters upon its own road-bed, which is about 36 
miles in length to its present terminus at Washington, a 
town of 3,000 inhabitants on the Southwestern Division of 
the Chicago, Rock Island & Pacific Railroad. 

The average cost of construction per mile was about 
$6,000, the 19 miles from Winfield to Washington averaging 
$6,178.33 per mile. There are several steep grades on this 
part of the line, but, as a whole, the road-bed was laid with- 
out heavy work. 

For the first two years after the completion of the road it 
was operated unprofitably, but for reasons having no con- 
nection with width of gauge, the seasons being very wet 
and the crops very light. The last two years of better 
crops; however. have been profitable ones ; no dividend has 
been declared, but a surplus of $10,000 has been expended 
in new equipment and work preparatory to the extension of 
the line. An extension is contemplated toward Oskaloosa. 

EQUIPMENT AND TRAFFIC. 


The equipment at present consists of three locomotives, 
two having cylinders 11 by 16in.; thethird, cylinder 12 by 16 
in. ‘Unfortunately, each engine was the work of a different 
builder, but, fortunately, each bears a good name; a (Grant, 
a Brooks, a Baldwin. Repairs, however, are made difficult 
and expensive by such variety. One of the best of the three 
vost, in dull times, $5,000,others previously purchased, $6,300. 

The road has 54 box combination cars (24 feet); 6 stock 
cars (24 feet); 11 flat cars (24 feet): 3 passenger cars (40 ft., 
seats 35 in.); 1 baggage car. 

It is hardly necessary to say it runs neither a sleeping nor 
a dining car, yet, nevertheless, enjoys a fair traffic. The 
line is very popular in Burlington, and is called the best 
feeder of Burlington trade, because both freight and passen- 
gers must stop in the city. 

While there are regular stations, liberty is taken to stop 
at any point, at a cross-roads or even in front of a passen- 
ger’s residence, but the schedule time, which is frequently 
exceeded, is 11 miles an hour. 

Stock is transferred directly from its cars to those of the 
Chicago, Burlington & Quincy by means of an apron; 
formerly they were first turned into a yard for.transfer, but 
this proved injurious. Shippers naturally desire all possible 
room for their stock, and this has caused difficulty as to the 
number of car-loads, and the company is about to build 
stock-cars of greater length. 

THE HARRISON ELEVATOR. 


This name stands for both a building and a new process of 


transferring grain on a horizontal line. The company has a 
contract with the elevator to unload and store its grain, the 
grain being delivered from the car into a hopper by the side 
of the track. Through the hopper and a trough which extends 
from it under the street-way runs an endless chain fitted with 
plates, which cerry the grain before them into a bin in the 
cellar of the building, from which it is raised by a common 
bucket elevator. The outgoing chain runs through a 
trough elevated above the roadway, and, by feeding this 
trough, a load of oats may be taken out while a load of 
corn is being brought in; and yet no deterioration of either 
grains by mixture occurs. This is tv be hoped rather than 
asserted as true of the present apparatus. I was fortunate 
enough to be passing when the apparatus was put into 
operation for the first time, but made only a hasty exam- 
nation of its method. 

The population of the several towns on the line of this 
road is: Mediapolis, 443 ; Yarmouth, 175 ; Winfield, 400 ; 
Crawfordsville, 325 ; Washington, 2,994. X. Y Z. 
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Apparent Extraordinary Progress in Grain Growing. 


To THE EDITOR OF THE RAILROAD GAZETTE : 


In your article on the growth of grain production you 


express some surprise, aot unmingled with incredulity, that 


“the same force of men should produce 61 per cent: more 
wheat and 127 per cent. more corn in 1879 than in 1869,” 
in a given western district; that in Illinois an assumed in- 
crease of 1314 per cent. in rural population should be accom- 
panied by 70 per cent. increase in wheat and 152 in corn. 
You mention that the state returns show 29.4 per cent. 
increase in tilled area. 

The census figures, especially those of 1880, are evidently 
very nearly correct. This remarkable growth of produc- 
tion is not difficult to account for. First, the increase in 
breadth of grain crops in Illinois it not very remarkable, in 
view of the increase in population and the recent European 
demand for grain and meats. The only striking point noted 
is the increase (according to state returns) ‘‘from 9.11 to 18.4 | 
bushels of wheat, and from 23.8 to 42 bushels of corn.” The | 
present census returns make the average for corn 36 bushels, | 
and for wheat nearly 16 bushels. A very little of this im-| 
provement may be due to better tillage with improved im- | 
plements, and something to the rapid extension of tile- | 
draining, but the principal difference is undeniably caused | 
by the peculiarity of the two seasons, one better than the | 
average, the other very much worse. In July, 1869, the ex- 
pectation for the corn crop of Dlinois varied from 250,- | 
000,000 to 200,000,000 bushels. Drought, insects, and sub- | 
sequently early frosts reduced the prospect nearly 50 per | 
cent. The result, as recorded, was 129,921,395 bushels by | 
the census, and a trifle less by estimate of the Department | 
of Agriculture. Similar causes reduced the yield per acre | 
in other states of the West. Soa large portion of this mar- | 
velous ‘‘ progress” is apparent only, not real, and could be} 
made in a single year as well as ten. 

These differences in the season should be carefully con- 
sidered in deductions made from published results of the 
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census. Ten years ago the public press assumed that corn 
culture in America was declining, because the census re- 
ported less corn than in 1859. Now itis liable to exagger- 
ation in the opposite direction. The enumeration of acreage, 
now for the first time made, will in the future aid greatly a 
proper understanding of these differences. J. R. DODGE. 





LeRey vs. Hopkins=Journal Bearings. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

On account of the efforts made to introduce what has been 
called the LeRoy journal bearing, a statement as to a de- 
cision rendered on June 7 by the Board of {Appeal of exam- 
iners in chief of the Patent Office in his interference proceed- 
ings with Mr. D. A. Hopkins, the inventor of the lead-lined 
bearings will be of interest to your readers, 

The decision states that ‘the matter in controversy is: 
First. A series of bands of soft metal projecting beyond the 
hard-metal surface of the journal side of the bearing, and 
second, a bearing having its journal side provided with ridges 
of such construction, composition and nature that by the 
operation of load pressure applied to the bearing and the 
revolution of the journal they will be crushed down and 
spread.” 

These two points are the ones claimed in the patent 
granted Nov. 18, 1879 (221,737), to Mr. LeRoy, which for 
certain defects was reissued Feb. 17, 1880, Mr. LeRoy ap- 
plied June 10, 1880, for another reissue of his patent, and 
on that application interference proceedings to determine 
whether Hopkins or LeRoy was the inventor were had. 

The record of the case shows that Mr. Hopkins applied 
first for a patent upon this subject matter June 28,1878. Mr. 
Hopkins says that this application was not pressed for the 
reason that this arrangement of the brass and the soft metal 
was not equal, in its practical merits, to the arrangement 
shown in his former patent upon lead-lined bearings. When 
the LeRoy patent was subsequently issued, Mr. 


Hopkins withdrew his application of 1878 and filed a 
new one, with, however, the same specifications and 
drawings. Mr. LeRoy then put in his testimony as to the 
date of the perfection of the alleged invention ; whereupon 
Mr, Hopkins introduced his prior application of 1878, which 











anticipated the date thus fixed by Mr. LeRoy’s testimony, 
and also produced original memoranda and models made in 
1878, and deposited by him with one of his assistants, Mr. 
J. A. Kenny. Mr. Hopkins’ testimony in the case also goes 
to show that Mr. LeRoy obtained the ideas which he sub- 
sequently patented directly from him (Mr. Hopkins) in 
person. 

The opinion of the Board concludes as follow: ‘‘ As the 
proofs stand therefore Hopkins was the first to conceive, the 
first to disclose to others, the first to embody in models, the 
first to reduce to practice and the first to apply for a patent 
eS = - * we must find priority vf invention 
to be with D. A. Hopkins and affirm the examiner’s de- 
cision.” 

Mr. Hopkins’ claim to be the inventor of what has been 
known as the “‘ LeRoy bearing” is thus sustained. 

Independent of this question as to which is the true in- 
ventor, Mr. Hopkins claims that the bearing ahove described 
isan infringement of his lead-lined patent. This question 
will, however, be practically determined by the Eastern and 
the Western Railroad Associations. 


Locomotive Wheel Flanges. 

The London Engineer says in a recent issue: 

‘*The shape and dimensions of the flanges of the tires of 
the leading wheels of locomotives may be sup) to exert 
an important influence on the safety—as regards keeping on 
the rails—of trains, especially those which run at high 
It seems, however, that there is no unanimity of opinion 
among engineers as to what is really the best form of tire. 
We give above cross sections of the leading wheel tires used 
on five of our important railways—the London, Brighton & 
South Coast, the Southeastern, the Great Eastern, the Lon- 
don & Northwestern andthe London, Chatham & Dover 
railways. It will be seen ata glance that no two of these 
flanges are alike. The Southeastern flanges are far deeper 
than the rest; the contrast between them and those of the 
London & Northwestern line being especially marked. nl 

If our readers can throw any 
wear and tear’ and safety 

shown, they will do good 


our sections are to full size. 
light on _ the relative 
the various sections 


0 


a 








ee ee ee eH 


& S.W. RY. L.C.& D.RY. 


ENGLISH WHEEL FLANGES. 


| service. The question is one concerning which little or no 
| information exists—each locomotive superintendent adopt- 
| ing the form which seems best to himself, and seldom, if 
ever, comparing notes with others on the subject of the re- 
sults obtained. It is by no means improbable that the form 
| of a flange exerts some influence on the wear of rails, but on 
this point the world is quite in the dark. It is also probable 
that the form of the rail-head will affect the duration of the 
tire, and it is argued with some force that for every form of 
rail-head there is a section of flange better than any other. 
It wiil be seen that stout flanges, such as that of the London 
& Brighton line, seem to be specially designed for losing a 
great deal of metal before they become too thin; but the 
| Southeastern flange has a great deul of metal at the root, the 
| place where the wear is most severe. These two tires may 
oe taken as standing at opposite ends of the scale. Which of 
the two gives the better results ? The question will be com- 
plicated by the character of the line—as it is straight or 
crooked, and by the quality of the tire—but it ought to 
admit of settlement. The durability of a tire is of secondary 
importance compared with its safety.” 


A similar diversity in the form of the flanges of wheels ex- 
ists in this country, and there are apparently no reasons for 
preferring one form rather than another. 








Machine for Piecing out Flues. 

There is probably no work about a locomotive repair shop 
which is done in such a variety of ways as the piecing and 
welding of flues. In nearly every shop a different machine 
and process is employed in doing this work, some of which 
are quite ingenious, and generally, each one is claimed by 
its inventor as beiag better than any other. 

The engraving herewith represents a machine which is 
manufactured by Messrs. Hartz & Fix, of Cleveland, Ohio, 
for doing this work. It has first a stationary mandril A, 
which receives suitable formers and on which the different 
operations of cutting-off, scarfing and welding the ends of 
the tubes is performed by means of the two revolving 
rollers BB, which turn around A, and also revolve on 
their own axes. These can be pressed against the mandril 
by means of the treadle G, which acts on a system of levers, 
partly shown on the engraving. 

Fig. 2 represents a section of a tube, and shows the first 
operation of cutting off and scarfing a piece to be welded on 
the end of an old tube. Fig. 3 shows the operation of cut- 
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ting off the fag end of an old tube and spreading the end to | President. In addition, meetings, more or less frequent, are 
receive the sbort piece shown in fig. 2. Fig. 4 shows the | beld of the following: (1) Conference of general managers; 
So dauhiiel uke om diodes" chateeens ef trade comme. 
| ¢ ; 
accomplished almost instantaneously, after the heated flue is | gers: (5) sepatnihen for La esa orton Tape fone 


put on the mandril, by pressing down on the treadle, thus | 


method of welding the two together. This last operation is 


bringing the rollers against the joint to be welded. 
The manufacturers claim that these machines are thor- 


oughly well built, and that the wear resulting from use can | 
be readily taken up, and that the work they are intended | heads 


for can be done on them better and quicker than by any 


diameter by simply changing the formers. 
The manufacturers are Messrs. Hartz & Fix, whose ad- 


dress is No. 19 Champlain street, Cleveland, O. Some testi | charges ; i.e., the charges on transport of goods, coals, min- longing to the Great Northern Railway, carryin 
mozials from those who have used these tools will be found | ¢Tals, cattle, 


in the advertisement of the manufacturers on another page. 








The British Railway Clearing House. 





We have all heard of the advantages that would result 
from being able to see ‘‘ ourselves as others see us,” and these 


| (2) conference of 


| House deals not merely with accounts, but with 
| that can arise between different railway com 
| 1876 its total number of officials was nearly 1, 

of departments. 


| some, such as that for measurin 


| (4) department for lost articles. 


mger | panies have themselves full control 
Ds; | 


on them at each station, the amount and mode of distribu- 
tion of the terminal charges, the amounts due to intermediate 
companies, and finally, the distance of transport uver the 
lines of each company. .Tke figures are so arranged on the 


leciding disputed questions of traffic. | two sides that the different columns balance each other, and 
It will be seen from the above that the arp | Clearing 
quest: 


their correctness is thus easily ascertained. These montbly 


ions | statements also show what every station-master or goods- 
nies. In | manager owes to his company, and the result is that an 

, directed, | station can send 
under the General Committee, by a Secretary and three 
The chief departments—excludiug 
and recording distances, 
: : | which merit no special description—are the following: (1) | the 
other process or tools now in use. The machine represented | Department for goods traffic; (2) department for 
by the engraving will weld tubes from 2 in. to 5 in, | traffic; (8) department for running of coaches and wago' 


goods to any other station, to which there 
| an established rate of freight, without the companies con- 
| cerned paying the smallest attention to the charges 
|involved; this business being wholly undertaken by 
Clearing House. At the same time the com- 
of the Clear- 
ing House, and the results and totals are presented 
| to them in a form which permits of the easiest possible veri- 


(1) Department for Goods Trafic.—The main work of | ication. Thus if, as often happens, a goods train 1s running 
| this department is the monthly division of the direct freight | over the North London Railway, composed of wagons be- 


te. 
| one railway. 
jing todo. For the purposes of the division, the de 


goods 


ying 
etc., in goods trains which pass over more than | from many different stations in the North of England, and 
With mere local traffic it has in general noth- | drawn by a London & Northwestern engine, a passer-by 


t rtment , may rest assured that the proportion of charges thereby ac- 
receives from every station a monthly report on the whole | cruing to each railway concerned will be 


ascertained and 


| of the goods dispatched from it—the weight, the freight, | set forth with an accuracy that makes even a trivial error at 


whether including charges for loading or merely station to 


1 | once difficult of occurrence and easy of correction. The de- 
| station charges, whether carriage paid or carriage forward, | partment also fixes the charges to 

the number of the wagon in which goods have been sent, and ' goods lost, s: 
soon. With these reports of goods dispatched, each station ence respecting claims under this head. The payment to be 


paid as indemnity for 
iled or delayed, and undertakes the correspond- 


advantages are likely to be all the greater where circum- | also sends reports of goods received ; and the first task of | psid by the companies at fault is put against their account, 


stances prevent us from seeing ourselves otherwise at all. 
The subject of the present article isa case in point. Almost 


| the department, when all these have come in, is 
' them together, so that the goods dispatched and 


gooks re. 


| in proportion to their respective interests in the freight for 
| the goods, 


The goods department is by far the largest in 


evervbody has heard of the Railway Clearing House as a | ceived may be easily compared with one another. If any | the Clearing House. It contains about 700 clerks, pre- 
vast establishment, situated near Euston square, employing | difference appears, it is noted on an “inaccuracy state-| sided over by a manager and by fifteen assistant managers. 


several hundred clerks, and occupied ceaselessly in uvravel- | 


ing and settling the complicated cross accounts of the vari- 


it easy to increase that knowledge. The officials of the in- 
stitution, as we know by experience, answer inquiries made 


ment,” which is sent to each station with margin left for re- 
ply. If the difficulty is not thus cleared up, further corres- 


matter not be settled, when the time comes for the | carriages, parcels, etc., which ure usually carried 
monthly settlement, it is transferred to an ‘Outstanding | passenger trains. 


| This staff has been doubled within the past ten years, in 
| con 
ous railway companies. But very few indeed know anything | pondence takes place, and the original entries—which by a | 


of the Railway Clearing House beyond this, nor, indeed, is | general rule are held as binding—are consulted. Should the | charge of all passenger traffic, and also that in horses, 


| 


uence of the increase in the work to be done. 

assenger Traffic Department.—This department takes 
dogs, 
in 
The arrangements have a_ general 


(2) 
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Built by Hartz & Fix, Cleveland, Ohio, 


even by responsible persons, and on substantial grounds, | Book,” and is brought into the next monthly settlement 


with the perfectly \ 
strictly private It is fortunate for outsiders, therefore, that 


a gentleman, being indeed an Englishman, but not resident | 


in England, or employed by Englishmen, has somehow suc- 
conta in breaking through this barrier of official reserve, 
and has had noscruple in giving to the public the full benefit 
of his success. This gentleman is Mr. Hugh Carlisle, of Riga, 
who has lately published a pamphlet in German, entitled 
‘* Allgemeine Darstellung des centralen Etsenbahn-Abrech- 
nungs-Systems in England,” the object of which is to de- 


lite reply that their proceedings are , after it has been finally adjusted. 


The reports of the two stations having been verified, the 
report of the sending-station is transferred to the ‘‘ Settle- 
ment Form,” and the total amount of freight divided between 
the railways concerned. When this operation has been con- 
cluded for the total weight sent from each station, it be- 
comes possible to distribute the terminal charges, which are 
rated at so much per ton on the gross traffic. For the pur- 


| pose of this distribution goods are divided in:o three classes: 


scribe the working of the Railway Clearing House, and to | 


urge the adoption of asimilar system for the railways of 
Russia. We propose to give our readers the benefit of the 
information thus acquired. 

Starting boldly with the motto, Salus populi suprema 
lex, Mr. Carlisle lays down the three following laws of traf- 
fic, so to speak, to which, in the interests of public comfort 
and convenience, railway companies should, as far as possi- 
ble, conform: (1) The public should be able to travel from 
any one point to another without change of carriage, and 
without long halts by the way, and tosend goods to their 
destination without the assistance of ial carriers, and, 
if possible, without change of truck; (2) they should be able 
to pay in one sum all the charges for the different parts of 
such journey or freightage; (3) the finding of missing arti- 
cles, and the settlement for lost or damaged articles, should 
be made as easy as possible. 


These objects, in the opinion of many, can only be at- 
tained by placing the railways under control of the state; 
but the author holds that this dangerous measure may be 
averted, and the results equally realized, by a better organi- 
zation amon: the railway companies themselves. For this 

it be proposes as a model the English system of the 
Rai way Clearing House, and proceeds to describe it in detail. 

The Clearing House, as we learn, was founded in 1842 by 
Mr. Kenneth Morison, formerly accountant of the London 
& Birmingham Railway, with the support of Mr. Robert 
Stephenson and the present Lord Wolverton. It met at 
first with much opposition, and when actually started it num- 
bered no more than four clerks, who undertook the accounts 
of only two lines of _traftic—that from London to Darling- 
ton, and that from Manchester to Hull. Mr. Morison, how- 
ever, lived long enough to see it rise into a great central 
organization, embracing all the railways in the kingdom— 
now ninety four in number—and Pane over by a com- 
mittee selected from the directors of the various companies, 
who there meet on neutral ground, and exchango their 
views and their experience. This committee meets four 
times a year, and at other times when summoned by the 


| which are all classed as ‘‘ minerals.” 


(1) Goods which are hauled to and from the station by the 
railway companies; (2) goods which are simplv sent from 
station to station; (3) couls, iron ore, stone, bricks, etc., 
he terminal charges 
are now deducted from the gross freight charges, as well as 
any special amounts laid out, say, by the sending company, 
with which th receiving —- has nothing todo. T 
sum which remains is then divided between the two com- 
panies in the ratio of the distances traversed upon each. In 
spite of the general rule which fixes terminal charges at per 
ton, thotisands of cases occur, from the variety of traffic, in 
which special principles have to be laid down for fixing 
such charges. Again, it is sometimes hard to tell what the 
mileage belonging to each company really is. Thus, 
su to be sent from Brighton to Aber- 
deen ; both the sending and receiving stations are often 
uite ignorant whether the goods were carted through Lon- 
Ten or sent by some suburban railway, or even which of the 
many routes from London to Scotland they may have fol- 
lowed. The Clearing House, however, can generally trace 
this by the report as to the wagon which carried the goods ; 
or, if these have been transferred en route, by the stamp of 
the transferring station as affixed tothe original way-bill. 
But when the route has thus been ascertained, the matter is 
not yet ended, for the Clearing House must take account of 
intervening circumstances. us, to recur to the dispatch 
of — from Brighton to Aberdeen, goods placed on the 
Battersea Wharf of the Brighton Railway cannot be hauled 
straight to, say, the Great Northern Company for transmis- 
sion t> Scotland, but must pass over an intermediate com- 
my, such as the London, Chatham & Dover; and the 
Freight due to this company must also be allowed for. If 
disputes arise on any such points, the Clearing House dis- 
tributes the which is undisputed at once, and reserves 
the rest until the point is cleared up. 
All these items of charge are finally combined together 
into the monthly statement prepared for each railway com- 
pany. This statement shows in detail the traffic between 





each of stations, the route taken by the goods, their 
SSeouthoation as above, the amount seosived and expended 


similarity to those already described for goods. 
of parcels a yay | instead of a monthly settlement 
has been adopted, for the sake of economy in dusting with 
such numerous and minute items. At the same time control 
is constantly maintained by the Clearing House over these 
accounts and_over the army of more or less uneducated clerks 
and porters by whom they are prepared. The station re- 
ports having been compared, ond the amounts tabulated, as 
in the case of goods traffic, the amount is made out for each 
station, so that the companies may be able to check the re- 
ports of the station masters, and the gross sums paid 
in by them. These accounts give to each railway 
company the gross amounts received and expended 
on account of parcels carried between any station 
on their line and any station on another line. If 
in the traflic between any twostations the monthly receipts 
are less than 5s., the terminal charges alone which accrue 
upon it are carried direct to the account. From motives of 
economy these trifling sums are not divided with the 
scrupulous accuracy of larger amounts, but simply in pro- 
portion to the general division of traffic between the two 
companies concerned. For this purpose the various com- 
panies are formed into “groups,” in accordance with the 
extent of their mutual traffic in goods and parcels ; and the 
balance taken from these groups, with the information 
supplied by the ———_ accounts, is sufficient for the pur- 
poses of the division. With each monthly account is su 
plied an interim balance-sheet, made out by the data of the 
previous year ; the assumption being that the ratio of the 
parcels traffic of any one company to the total parcels traffic 
of the whole kingdom will be the same in any one year—un- 
less under special circumstances—as it was in the last. Pay- 
ments are made hy the companies to each other in accord- 
ance with these balance-shvets, and any errors which may 
thus arise are adjusted when the correct balance-sheet is 
made out at the end of the half year. In the case of parcels the 
terminal charges are divided either per article, on the fixed 
basis of the sending station taking double of the receivin 
station on this account, or else by weight, as in the case of 
fish, vapeeniion, and other perishable articles sent in large 
quantities. In the case of parcels sent by passenger train t 
terminal charges are very small; they consist either of the 
booking-charges, when the parcel is ——_ to the station by 
the sender, or, in the opposite case, of the cost of bringing 
the parcel from the sender’s house. For horses, carriages, 
and dogs there are usually no terminal charges, as they are 
taken to and from the station by the owners. 

Another point of difference is wi 


Iu the case 





taken by the parcel. This cannot be ascertained, as in the 
the case of goods, by the wagon report, and therefore the 
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way-bill must contain a specification of the train which takes 
the parcel. This, however, does not always give the route, 
and many yer oy therefore use a Jabel attached to the 
parcel itself, which has to be stamped at each transferring 
station. These labels, however, are often missing or imper- 
fect, and the subject is a source of <— trouble and cor- 
re spondence to the Clearing House. hen the charges have 
been properly distributed, the statements for the different 
companies are made out in the same way as for goods traffic. 
The work is complicated by the system of interim balance- 
sheets, in consequence of which, where the traffic is pretty 
constant, the amount to pass between two railways at the 
end of the half year is often a mere trifle, although the total 
of the transactions may have amounted to many thousand 
ounds. 

Tbe clearing of the passenger traffic takes another course, 
because the payment isalways made in full on the taking 
of the ticket at the sending station. The only exception of 
any moment is in the case of elections to Parliament, when 
the companies have the practice of supplying the agents of 
the candidates with ‘‘ order forms,” on sbowing which voters 
are entitled to travel to and from the polling place free of 
expense. These forms, after collection, are sent back by the 
Clearing House to the railway which has issued them, and it 
is the station which has issued the order, not that from which 
the traveler has started, which is Sn mr for the money. 
The ordinary ticket system is somewhat complicated by the 
fact that every company is Lound to issue a ticket from any 
of its stations to any other station in the kingdom. But 
there are many stations, a ticket between which is not ap- 
plied for oncea year. Insucha case tickets are not kept 
printed, but the clerk enters the particulars on a blank 
ticket, of which he has a supply. These unprinted tickets 
require special looking after by the Clearing House, because 
they are not stamped, like ordinary tickets, with consecutive 
numbers, and thus are less easy to identify. At the Clear- 
iig House twenty-five boys are employed in sorting the 
avhhets according to the despatching station, and they are 
then compared with the station report. If any discrepancy 
occurs, if a ticket has been taken over a wrong route, etc., 
the matter has to be put right, the correction noted, and the 
proper charges made. The numbers stamped upon the ticket 
at the time of issuing act as a further guide to the Clearing 

House in case of difficulty. The two divisions of the passen- 
ger department comprise about 300 clerks, divided into seven 
sections, and under the control of one head book-keeper. 
» (3) Wagon Department.—Although the sum coming into 
the Clearing House on account of this department is com- 
paratively small, the department is nevertheless of the 
greatest importance, since in many cases it serves as a sort 
of basis of operations. It takes note of all movements of 
rolling stock belonging to one company over the lines of an- 
other, and distributes the charges rising therefrom. The 
system 1s so arranged that i* is impossible for a carriage or 
wagon to be run without the knowledge of its owners, to _be 
directed wrongly, or to be detained on another line. For 
this purpose, special officials of the Clearing House are dis- 
tributed all over the kingdom, whose business it is to watch 
the movements of the wagons, and take note of their con- 
tents, They are stationed at important junctions, etc., and 
on the passing of every train they note the number and 
descriptions of the wagons and tarpaulins, and the ‘‘ nature 
of the traffic,” under which term are comprised the kind of 
goods, the date, the names of the sending and receiving sta- 
tion, and the particulars of the route. This information they 
get from the wagon itself, and from the cards which are 
fixed in the card-holders on each side. At the same time 
the station at which any strange wagon arrives sends ina 
similar report, specifying the nature of the load, the 
station whence the wagon comes, and how and when 
it is further disposed of. In these reports the roll- 
ing stock of each railway company is entered sepa- 
rately, and carriages, wagons, and tarpaulins are also di- 
vided from each other. The comparing of these reports, 
the tracing of the course of each carriage, wagon, and tar- 
paulin, from the time it leaves its own line until it re- 
turns to it, and the adjustment of the accounts thence 
arising, form the chief work of the department. As men- 
tioned above, these reports form a valuable assistant to the 
goods department, in tracing the route which any freight 
has taken, especially if it has gone astray. The accounts 
for rolling stock misdirected or wrongly detained are handed 
in to the companies every month, and contain full details on 
each vase. The accounts for ordinary use of rolling stock, 
with the balance due, follow quarterly. The department 
consists of a manager and 280 clerks, divided into six sec- 
tions. There are, in addition, five inspectors and about 500 
clerks distributed over the country, in order to watch the 
traffic. 

(4) Lost Luggage Department.—This department re- 
ceives reports daily from each station where stray articles 
have been found, with an accurate description of them, 
and also settles all claims made on behalf of lost luggage. 
If an article described as found is seen to be identical with 
another described as lost, it is at once restored to its owner; 
if the article lost cannot be precisely identified; an exact 
description of it is sent to al] stations, where similar arti- 
cles have been found. As soon as a stray article is claimed 
and taken away, the fact is notified to the Clearing House. 

We have now described the department into which this 
vast system is divided : it remains to say a few words on the 
e «tent of the business which it transacts. Taking the figures 
for the year 1876, the total sums brought into account were 
about 16!¢ millions sterling, and the cash balances actually 
handed over about two millions. The settlement forms 
made out in the goods department contained about 514 
milion items, and in the passenger department about 314 
miulicn. The number of carriage and wagon miles, for which 
caarges had to be computed, was about 439 millions ; the 
pn: of days on which demurrage was charged was about 
1 million, and involved 29 mi lion entries. The lost lug- 
gage department inquired into about 23,000 articles reported 
as missing, and registered about 347,000 reports, of which 
many, however, referred to one and the same article. lt 
need scarcely be said that in so vast an establishment the 
welfare of the employés is well considered in every respect. 
A large number of institutions exist for their benefit. We 
have first the Pension Society, founded in 1873, to which 
every clerk in the department belon The arrangements 
of insurance are considered to be as favorable as is possible, 
consistent with security. The ordinary payment is 2'¢ per 
cent. on the salary, and to this the railways add an equal 
amount. A member who has paid for ten years can, by 
doubling his payment for five years more, obtain the right 
to a pension tor ten years from that date. Ifa clerk leaves 
the office, he receives back the half of what he has paid, 
or the whole if be does not leave at his own wish ; in 
case of death his heirs receive the whole, with a 
bonus of 4 per cent., after deducting any amounts 
already paid to bim as pension. The amount of pension be- 
gins at 25 per cent. of the average salary ia the ten years 
after joining, and rises by 1 per cent. each year, up toa 
maximum of 67 per cent. A member is entitled to pension 
after ten years’ membership if he has reached the age of 
sixty, or at any age if he becomes permanently disabled. 
The society is managed by a committee of twelve, half of 
whom are paying mem and half members of the Clear- 
ing House mittee. In 1875 the number of members was 





1.912, and the capital £17,224. There is next a contingent 
fund, to provide for cases of a member being disabled by 
continuous sickness. There is a provident association for 
assuring £50 at death ; adeposit bank, guaranteed by the 
Ciearing House, and giving 4 per cent. interest on deposits ; 
a literary society, with reading-rooms, etc., and a library of 
8.000 velumes ; a dining club, for providing meals at reason- 
able rates ; a provision club, a coal club, and various clubs 
for amusement, including a monthly debating socivty, a 
cricket club, chess club, dramatic club, etc. 

The foregoing cescription will have told our readers some- 
thing of the advantages, the business, and the organization 
of this enormous enterprise, which perbaps offers the best 
example known in England of t e combination of large and 
conflicting interests for the common good. We cannot be 
surprised that Mr. Carlisle, t. whom we are so much indebted, 
devotes the rest of his pamphlet to the task of recommending 
the system to the Russian railways, and explaining how it 
y= yh adapted to their requirements.—T7he Engineer, 
Jvune 4 


Report of Committee on Standard Journal-Bear- 
ing, Journal-Box and Pedestal. 








Your committee, which was appointed last year, ‘‘ to con- 
fer with a similar committee of the Master Car-Builders’ 
Association to consider the subject of a standard car 
journal-bearing, journal-box and pedestal, and report 
whether any change is desirable from the standard alréady 
recommended by that association,” beg leave to report that 
after conferring with the members of the Car-Builders’ 
Committee it was mutually agreed to issue the following 

CIRCULAR : 

‘“‘Srr: After conferring togetner, these two committees 
have agreed to send out a joint circular to obtain informa- 
tion relating to the subject submitted to them. 

‘On investigation they find that a committee of five, con- 
sisting of Messrs. C. A. Smith, I. W. Van Houten, Joseph 
Jones, David Hoit and F. D. Adams was appointed in 1873 
by the Master Car-Builders’ Association, ‘ with power to 
produc? a journal box according to their own judgment, 
that shall be considered the standard box.’ 

“That committee had a drawing made of a car-axle jour- 
nal-bearing, journal-box and pedestal. The drawing was 
lithographed and copies were extensively distributed. On 
examination of this lithograph it isfound that the journal- 
bearing and its key are somewhat imperfectly shown, and if 
the lithograph was given to different pattern-makers it is 
extremely doubtful whether the patterns of these parts made 
from it would bealike. The committee have also learned, 
from different sources, that journal-bearings and keys which 
are said to be of the standard form and size are often not 
alike, and that in some cases the bearings of one road will 
not enter the boxes of another. They have, therefore, had 
anew and more complete drawing of the journal-bearing 
and key made from the lithograph referred to and from a 
duplicate of the original pattern from which the lithograph 
was made. This drawing has been mace with great care, and 
is believed to be as nearly like what the original standard 
was intended to be as it is now possible to make a drawing. 
It has been engraved half size, and a print of the engraving 
is sent herewith. To enable the committees to report in- 
telligently on this subject they request that you will give 
them the following information: ? 

“1. If you use the Master Car-builders’ standard journal- 
bearing and key, will you please compare those you use with 
the engraving, and if the sizes of. yours differ from the di 
mensions given, please erase them on the engraving, und 
substitute on it the sizes of the castings which you use, and 
return the engraving to the committees. Also state to the 
committees any differences in form, if any exist. 

_**2. Would you recommend any changes in the form or 
size for a journal-bearing and key from those represented 
by the engraving, or would you prefer a journal-bearing 
without a key ? and give your reasons for such changes as 
you propose, 

‘3. If you would recommend a journal-bearing and key 
of different form and dimensions from the standard, please 
send an accurate full-size drawing of them to the com- 
mittees, or, if that is not convenient, send one of the bear- 
ings and one of the keys which you would recommend. 
Before you send them have them distinctly and permanently 
marked with the name or initials of your road. 

“4. In order to enable the committees to report to what 
extent the Master Car-Builders’ standard axle has been 
adopted, please state whether it is used on the cars or tenders 
belonging to your road, and approximately the number now 
in use. 

“As it may be necessary for the committees to send out 
another circular concerning the journal-box and pedestal 
before they make their reports, tLey request that you send 
replies to the above inquiries as eariy as practicable.” 

On conferring together the two committees have thought 
that it would be best to make a joint report to be submitted 
each of the two associations. The following is therefore 

neir 

JOINT REPORT : 

To the circular sent out 25 replies were received. Of 
these five reported that they do not use the standard journal- 
bearing. box and pedestal. The remaining 20 report either 
no differences or very slight ones between the pattern of 
journal-bearing which they use and the drawing sent—nut 
enough in any case to prevent them from being interchange- 
able. The committee do not think, however, that this testi- 
mony should be taken as final evidence that differences 
which would prevent the bearings from being interchange- 
able do not exist. Se many reports to that effect have been 
heard that it is thought that there must be some good ground 
for them, and that in those cases where master mechanics 
or master car-builders have found that their patterns were 
not right they have thought that it would be more prudent 
to remain silent than to report the discrepancies. 

Of the 25 who answered the circular, four say they prefer 
a bearing without a key. All the others say either that they 
prefer a bearing with a key or recommend that no changes 
be made in the existing standard. 

The answers to the fourth inquiry, referring to the num- 
oe of axles in use, were so few and meagre as to have no 
value. 

After careful investigation, and from the answers re- 
ceived to their circular, the committees are of the opinion 
that no alterations in the standard should’ be 
made which would prevent new parts from _ inter 
changivog with the old, or vice _ versa. Some 
defects in the bearing, box and pedestal, however, 
have heen pointed out to the committees which can easily be 
remedied without interfering with the interchangeability of 
these parts. The original lithograph which has been ac- 
cepted as the standard, as stated in the above circular, is 
a very imperfect mechanical drawing. Some of the parts 
are imperfectly shown on it, and many of their dimensions 
are givenin minute fractions, such as sixteenths, thirty- 
seconds and sixty-fourths, when the precision required made 
this entirely unnecessary. In other cases there were dis- 
crepancies which it was impossible to reconcile with each 
other. The first thing, therefore, which the committee 


thought should be dune was to make new drawings of the 





bearing, box and pedestal, and make these separate from 
each other, so that their parts could be more clearly repre- 
seuted, and in making the drawings that the minute frac- 
tions referred to should be discarded except in such places 
where they are essential. * 

The attention of the committees was called to the fact 
that the lugs on the sides of the journal-bearing, if made of 
the size shown by the original drawiig, are entirely too 
light, and that whenever they are made of the dimensions 
represented much loss and annoyance were entailed by their 
breaking off. These have therefore been enlarged, but not 
so as to prevent the new bearing from being in an old 
box. 

It has been shown, too, that the original depth of the 
bearing, 114 in., measured from its lower edge to the top of 
the journal, was too great, and that it was difficult to put 
the bearing in or take it out of the box if made as originally 
represented. In many cases the patterns have been reduced 
on this accouut. Inthe new drawing this change bas been 
made, and the bearing is represented as 1 in, instead of 114 
in. deep, as 1t was before. 

It is also said that the original key projects so far at the 
outer end that when the brass bearing is worn away end- 
wise and vertically, the collar of the axle comes in contact 
with the key, and thus causes it to cut and the journal to 
heat. The outer end of the key has therefore been cut 
away, as shown in the drawing. 

It bas also been pointed out that the back of the box next 
the bub of the wheel, is not strong enough. This part has 
therefore been increased from %¢ to 14 in. thick. It would, 
perhaps, be desirable to meke it still thicker, but there is nut 
room enough between it and the hub of the wheel. 

The lugs or flanges on top of the box for holding the equal- 
izing lever in its place have also been reduced in size, and 
the shape of the outside of the box has been altered and sim- 
plified somewhat, so as to give more room for packing the 
box. 

Complaint has been made that there is not wearing sur- 
face enough between the box and the pedestal, and that 
consequently both of them wear very rapidly. For this 
reason additional flanges have been added to the box, which 
will come between the inner and outer plates of the pedes- 
tal and will nearly double the lateral and Icugitudinal wear- 
ing surface. Thes» will not prevent the new box from being 
used with the old pedestal, or vice versa. 

The shape of the upper part of the pedestal has been mod- 
ified somewhat, and it is thought improved, so far as appear- 
ance is concerned, although the dimensions and position of 
the bolts have not been changed. 

Much fault is found with the original journal-box cover re- 
commendeé by the first committee, and some change seems 
desirable here. The present committee, however, do not see 
their way clear to recommending the use of any of the pat- 
ented covers now in mucb favor, for the reason that no 
road would have the right to use them without a license from 
the patentee. The committee, therefore, are of the 
opinion that, for the present, at least, the matter had 
better be left open for each road to use whatever its officers 
may think is best. . 

In order to bring about some definite action with reference 
to the subject of their report, the committee recommend 
the passage of the following resolution : 

** Resolved, That the drawings of the car journal-bearing, 
journal-box and pedestal, of which copies are submitted 
herewith, be declared to represent the standard form and 
proportion for these parts, and that the same be recom- 
mended by this Association for general use on cars and loco- 
motive tenders.” 

F. D. Apams. | Committee of the Master Car-Builders’ 
JOHN KIRBY. | Association. 

M. N. FORNEY. 

Jas. SEDGLEY. | Committee of the Master Mechanics’ 
Jas. BOON. { Association. 

W.S. Hupson. ) 





The resolution appended to this report was adopted as 
above by the Master Mechanics’ Association, and with the 
following amendment by the Master Cur-Builders’ Associa- 
tion : 

** Provided, That this recommendation shall be so con- 
strued as to cover the proportion and weight of the several 
parts invoived only so far as the same may be necessary for 
full interchangeability; and further, that this recommenda- 
tion shall nct be construed to include any particular form of 
box cover.” 


Coupon-Ticket Points. 


The Limitation of 





The Committee on Coupon Tickets of the National Associ- 
ation of General Passenger and Ticket Agents, have issued 
the following report, dated Chicago, June 18, 1881: 

Dear Sir: At the annual meeting of the National Associa- 
tion of General Passenger and Ticket Agents, held at the 
Windsor Hotel, New York, Murch 9, 1881, the following 
was unanimously adopted: 

‘* Resolved, That a Committee of not less than fifteen be 
appointed, of which A. V. H. Carpenter shall be Chair- 
man, to report, at our next regular meeting, on a list of 
points to which coupon tickets shall be issued, covering the 
whole country, and also to recommend colors or tints to be 
used for coupon tickets.” 

Messrs. C. P. Atmore, A. V. H. Carpenter, F. Chandler, 
Jas. Charlton, 8. W. Cummings, Geo. H. Daniels, E Gallup, 
C. K. Lord, A. Pope, W. A. Thrall, J. Waldo, Chas, J. 
Waller, H. C. Wentworth, J. R. Wood and B. W. Wrenn 
were appointed as members of this Committee. 

The Chairman of the Committee issued the following call: 

“ MILWAUKEE, May 10, 1881. 

“ Dear Sir: Referring to my circular of 30th ult., relative 
to the advisability of holding a meeting of the Committee of 
fifteen, appointed at the last annual meeting of the National 
Association of General Passenger and Ticket Agents, to con- 
sider and report on a list of points to which coupon tickets 
shall be issued, covering the whole country, and also to 
recommend colors and tints to be used for coupon tickets, I 
have the duty of announcing that most members of the 
Committee manifest a commendable earnestness in the mat- 
ter; all but one have been heard from, all favoring a meet- 
ing; and it appearing that more favor Chicago than any 
other point, as the place, while most others express no 
preference, a meeting of the said Committee is therefore 
appointed to be held at the Grand Pacific Hotel, Chicago, 
lil, on Tuesday, June 7, A. D. 1881, at eleven a. m., for the 
purposes for which constituted. In accordance with your 
expressed purpose, I request you to be then and there 
present, prepared to stay till there is a good prospect of suc- 
cess, or reasonable certainty of failure of accomplisbing any 
steps towards a reform in, what all regard, a great abuse. 

“Very ern yours, 
A. V. H. CARPENTER, Chairman.” 

Pursuant to the foregoing call, a meeting of the Committee 
was held at the place and time named in the call. 

Members present—Messrs. Carpenter, Cummings, Charl- 
ton, Chandler, Daniels, Thrall, Waldo, Waller, Wood and 
Wentworth. 





avings of these drawings and also of the standard axle 


* 
are published with this number of the Ruilroad Gazette. 
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Absent—Messrs. Atmore, Gallup, Lord, Pope and Wrenn, 
On motion, A. E. Little was elected secretary of the com- 


ttee. 

On motion, Messrs. W. P. Johnson, D. M. Kendrick, Per- 
ceval Lowell, A. J. Smith and E. St. John were elected 
members of the Committee in the place of absentees, and 
Messrs. Brown and Dunham were requested to act and ad- 
vise with the Committee. 


After an extended discussion of the question of framing a 
list of points to which coupon tickets can be issued, the fol- 
lowing, duly seconded, was offered : 

“WHEREAS, The schedule of points in the United States 
and Canadas to which coupon tickets are used has already in- 
creased to enormous dimensions, and as new routes and 
points are constantly aud rapidly multiplying, it has become 
imperatively necessary to confine the coupon service witbin 
reasonable limits, in order to preserve its efficiency with any- 
thing like a fair degree of economy, if, indeed such a course 
is not absolutely necessary to insure its successful handling 
in the near future. 


‘* Therefore, Resolved, That no coupon tickets shall here- 
after be sold, for business originating in the United States 
and Canadas, to other than terminal aud junction points in 
the United States and Canadas, and to important local busi- 
ness centres, when they can be shown to be such, upon satis- 
factory evidence as hereinafter provided for. And to pre- 
pare the list of points to which coupons can be issued, as 
contemplated by the resolution of the National Association 
creating this Committee, the Secretary of this Committee is 
directed to prepare and send to all general ticket and pas- 
senger agents in the United States and Canadas, a circular 
embodying this resolution, together with a request that they 
forward to him a list of . points upon their respective lines, 
made in accordance with the spirit of the foregoing, and such 
suggestions as the Chairman of this Committee may deem it 
his duty to offer. 

‘* Excursion business being an exceptional matter, is not 
included in this resolution. 

“‘Upon the completion of these lists they will be embraced 
in the Committee’s report to the National Association at its 
next meeting, at which time every member of the Associa- 
tion will be expected to vote upon the subject. 

“It is further Resolved, That district committees shall be 
appointed from time to time, to be provided for by a revi- 
sion of by-laws, whose duty it shall be todetermine what 
points shall be designated as coupon-ticket points, in accord- 
ance with the provisions of the foregoing, and. to which all 
applications from any road for additional coupon tickets, or 
of any new lines for au issue thereof, shall be referred; and 
whose decision in relation thereto shall govern all the roads 
in the district embraced within the jurisdiction of the Com- 
mittee.” 

Adopted unanimously. 


In placing before you the action of the Committee, in so 
far as it relates to coupon-ticket points, it is hoped that you 
will give the subject the earnest and careful attention that 
its importance warrants, and that you will give the Commit- 
tee your hearty co-operation in submitting a just and prac- 
tical plan for a wholesome reform in the matter of ‘‘ through 
ticketing.” 

If the action cf this Committee can be carried out, there 
is every reas n to believe that it will result in greatly sim- 
plifying the labors of everyone who has anything to do with 
coupon-ticket business, and that it will effect great savings 
in all directions. 

= It must be apparent to all that the coupon service is ex- 
panding so rapidly that unless placed within proper limits, 
it bids fair bo bosses almost unmanageable in the future; 
you are therefore earnestly requested to give this matter 
your serious attention and be prepared to assist the Associa- 
tion to reach a solution of this problem at the next meeting 
at St. Louis. Herewith you are furnished a blank, upon 
which please enter the points on your line to which you de- 
sire coupon tickets, and endeavor to restrict them to such 
points as your experience shows are necessary to be given 
for the protection of the interests of your company, as well 
as affording reasonable accommodations to the public. Also 
be good enough to give the information requested concern- 
ing omuibus, bridge or ferry transfers, and return the same 
to the Secretary at addres; ziven below. 

It is suggested, in order to give the Association all neces- 
sary information to enable its members to discuss this ques- 
tion understandingly and appreciatively, that you be pre- 
pared to show, at its next meeting, the percentage of cou- 
pon points actually ticketed to by your line during the last 
calendar year, as compared with the number of points for 
which you have tickets in stock. If you have not already 
made this comparison you will, without doubt, be greatly 
surprised at the large number of useless routes and points 
that now encumber yourstock-room. And such a general ex- 
hibit will convince every member of the Association that 
this step toward a reform was not taken a day too soon. 

A. V. H. CARPENTER, Chirman, 
A. E. LirTex, Secretary. ilwaukee, Wis. 
Ravenswood, Cook County, I. 





The following is the report of the proceedings of meeting 
of Railroad Agents held at the Commissioner’s office, June 
25, at which were present R. L. Crawford, Géneral Eastern 
Freight Agent New York Central & Hudson River Rail- 
road; A. H. Ward, General Eastern Agent New York, Lake 
Erie & Western; J. L. Gossler, Assistant General Freight 
Agent Pennsylvania Railroad; A. C. Rose, General Agent 
Baltimore & Ohio. 

Irregularities in West-bound Rates.—The Commissioner 
stated that he had called this meeting to consider the pres- 
ent condition of rates on west-bound business, he having re- 
ceived during the last few days reports that some of the 
roads were making time contracts at reduced rates. These 
reports were made principally against the ‘‘ White Line,” 
and came from various sources, 

The Commissioner also stated that he had referred the 
matter to Messrs. Rutter and Hayden of the New York 
Central & Hudson River Railroad, and that these gentlemen 
had said that they had not, and would not, authorize the 
making of any time contracts, or any interference with 
west-bound rates. 

The Commissioner read a telegram from Mr. O. B. Skinner, 
a member of the White Line, who also stated that he had 
not, and would not, authorize the making of time contracts. 

While there was a conviction on the part of some of the 
representatives present, that reduced rates had been offered; 
it was decided that each of the agents should at once make 
efforts for the strict. maintenance of west-bound rates, and 
that the Commissioner should strictly carry out the existing 
agreement, by diverting all traffic that was obtained by cut- 
ting rates from any road west of the trunk lines that was 
cutting rates. 

Advisability of Reducing West-bound Rates.—The ques- 


tion of a general reduction of west-bound rates was then 
considered, and it was thought best not to make any reduc- 
tion at present. and of statistics re- 


vealed the fact that the business during the months of May 











RAILROAD EARNINGS IN MAY. 












































































MILEAGE. EARNINGS. , EARNINGS PER MILE. 
NAMA oF Roan - _ — _ - . 
| 
1881. 1880. Inc. Dee P.c 1881. 1880. Increase. Dec. P.c. 1881. 1880. Inc |Dec.! P. ¢ 
$ $ 

Ala. Gt. Southern 45,344 6,963)......... 1.5 180 156 24)..... 15.5 

At., Top. & S. 678,000 388,000... ...| 57.2, 657 514 143)..... 28.0 
ur., Cedar Rap. & No. 149,505 10 3.3 

Cairo & St. Lou 28,800) = 2,358........| .82; 213; 188) 15)..... 8.2 

Central Pacific 1,778,447 289,553)........; 16.3) 750 TAZ 27)..... 3.7 

Central Iowa..... 74. 63,577, 10,490'......... 16.4) 388 383, 55)..... 16.4 

52, 199,444 3 =52,791)......... V0.7! 673 458 115).....) 26.7 

Chi. & Alton : 2 616,129 103! 14.2 

Chi. & Eastern Hl 220 2 2 111,799 7.8 531 308 23)..... 4.5 

Chi., Mil. & St. Paul... 3, 2,486 1,314 . 52.6 1,538, 1,134,774 51, 113 

Chi. & Northwestern 2,770) 2,300 20.4 1,863,676 1,875,608 0-6 139 17.2 

Chi., St. P., Minn. & O 948 730, - 218 -| 20.9 309,794 232,146 77,648 . 3.4 327, 318 8 9)..... 2.9 

Chi. & West. Mich..... 245 245 ae 85,563 62,855 22,708 J 349) (257) «(92 36.0 

Cin., Ind., St. L. & Chi ee. eee Sees 186,995 BD 6 500 caxeren 623 629... 6 0.9 

Cin. & Springfield...... 81 |e rie 83,802 73,981 9,821 3 1,035 913 122)..... 13.3 

Cleve., Col., Cin. & Ind 391 ha a md 338,423 314,636 SRT) oncree 4 866 805 61)..... 7.6 

Cleve.,Mt. Ver. & Del. .. 144 BE beaks 13) 83 34,992 eee 67 0.2 243 224 19]..... 8.6 

Denver & RioGrande.. 758 420 338 .... 78.1 14,767 191,695 423,072 ....... 170.4. 679 457 122)..... 26.7 

Des Moines & Ft. Dodge 84 eee P ud 24.602 RE cs cxacecaes 3.131' 11.2 203! 330'.:..| 37: ile 

Det.. Lan. & No. . ... 225 209 16. 7.7 116,005 91,092 Ns tbe cinee 27.4 516 4436 80)..... 18.3 

East Tenn.,Va.&Ga... 506 506.......... ..... 153,900 113.810 ee 17.6 265 225 40 17.6 

Flint & Pere Marg...... 31S 300 18 6.0 160,707 115,971 oS 38.5 506 886 120)..... 32.8 

Gal.,Har.&S.Antoniv 246 215 31 14.4 80,037 78,617 a 18 325 366....) 41 113 

Hannibal & St. Jo. .... 02! 202'......)....'..... 177.002 8} rr 14,315 7.5 606 655....| 49 7.5 

Houston, E. & W. Tex. 88 72 16}....| 28.2 11,709 6,634 BT) 0.000000 16.9 133 92 4i/ bea 44.6 

Houston & Tex.Cen... 580 516 64. . 12.3 226,401 188,120 38,281)........, ~v.4' 300) 364! 2¢)..... 7.1 

Ill. Cent., Ul. lines. .... ORR) Ps x. sincd gine} cance 499,200 DT idence eee. 25,539 49 544 572)....| 28 4.9 
Iowa lines............ 402 el pes ee 137,670 Piis:besatanies 2,711 19 342 349)... | 7 1.9 

Ind., Bloom. & West... eM Rcd -leandleseee 102,631 85,734 WEST) .. 0.00 19.9 4 404 §80).:... 19.9 

Ind., Dec. & Springf.. 153 158....... 0... 20... 35,123 26,314 S00) ........ $4.8 930 172 58! 33.8 

Int. & Gt. Sartore ape 626 526 «100. 18.7 170,318 95,676 i eri 272 182 90)..... 49.5 

Lake Erie & West.. ... 362 oe 100,367 7,630 12,737 14.9 277, 242 26)..... 14.5 

Louisville & Nashv.. 1.837 L561 276 17.7 809,700 655,01 154.686 ... 25.6 441 420 2i1)..... 5.0 

Memphis & Charleston 292 292 ...... 0... 00... 74,007 58,026 27.6 254 199 55). 27.6 

Memphis, Pad.& No.. 115 115...... ........ 18,674 13,337 40.1 162 116 46) .... 40.1 

Mil., Lake Sh. & West. 250 205 45;.... 21.9 41,557 26,552 68.0 178 129 49)..... 37.7 

Mobile & Ohio......... 506 «of Wed Ce ee 145,416 129,248 12.5 287 §=255) 82)... 12.5 

Nash., Chatta. & St. L. 467 454 13. 3.0 164,431 158,839 3.6 352, 330 2)..... 0.6 

N.Y. & New England. 316 282 34. 12.1 215.271 183,701 17.2. 681 651 30)..... 4.6 

Norfolk & Western.... 428 428..... 0... ..... 145,202 131.407 10.5, 339, 307 32'..... 10.5 

Northern Central. .... 326 Mb cs. colvaselecnas 465,588 329.788 41.2 1,428 1,012 416 ..... 41.2 

Northern Pacific....... 754 722 32.... 4.5 299,88) 27,61 37.7, 397 «= 301,96... 32.0 

Paducah & E’town..... ea Pee 40,994 27,813 47.1; 291 150' 71\..... 47.1 

Pennsylvania... .. 1,902 1.872 3) e 3,856,896 3,417,915 12.8 2,028) 1,826 202 ..... 112 

Peoria, Dec. & Evans. . 250 126 «124 99.2 51,623 39,081 47.3 206 278... 72 26.0 

Phila. & Reading ..... 883 883...... bes 1,688,802 i? 

St. L., Alt. & T. H., 1,457,881 230,921 : 15.8 1.912 1,651 2962 ..... 15.8 
Main Line.......... | 195 195...... 118.226 95.847 22,379 .... . 233 606 492,114 23.3 
Belleville Line. ..... 71 it Bay ie 45.059 SE0B1).... 2. »+- 7,022 13.5 635 732 13.5 

St. L., fron Mt. & So... GRS 5 } 480,300 349,053' 131,247 ...... 37.5| 701 37.5 

St. L. &SanFrancisco.: 645 283,399 175,868! 107,596 ........ 61.1) 439 31.8 

St. P.,Minn.& Manitoba 866 382,642 281,899 100,743 ....... 35.7 2 2.8 

Scioto Valley... ...... 100 ae 26.969 22,648 | Se 18.8 270 188 

Texas & Pacific... .... 760 260) 52. 267,443 141,083 126,360 .... . . 89.6) 352 24.8 

Union Pacific.......... 3,446 3.002 444 {14.8 2,398,467 2,027,269 371,198 18.3 696 3.1 

Wabash, St. L.& P...' 2,479 2,384 95 4.0 1,144,661 1,122,706 21.955 1.9 462 1.9 

Total, 55 roads .... 39,246 34,315 4,944, 13)....., 24,458,698 20,655,015 3,947,478 153,795 ...... 623' 602) 21'..... |; 36 

Totalincrease.. ..'....... ....... 4,931 RR ORS ai EY Pere ae 

' ' 
RAILROAD EARNINGS, FIVE MONTHS ENDING MAY 31. 
MILEAGE. EARNINGS. EARNINGS PER MILE. 
NAME OF Roap. . "7 = 
. . . u e- 
1881. 1830. Inc. Dec P.c. 1881. 1880. Increase. crease. P. c, 1881. 1880. /|Inc. Dec. P. c. 
‘ $ = 3 $ $ 3 

Ala. Gt. Southern... 290 290...... ..-. ...... 292,887 245,145 47,742 ¥ 845 165...... 19.5 
Bur.,Ced. Rap. & No. 564 492 72 14.€ 791,12 | eee 6 1.685 ...... 282 16.8 
Cairo & St, Louis..... 146 146.......... cu 171,370 144,835 26,535 3 992; 182... | 184 
Central Pacific........ 695 2.366 329 .....; 13.7 8,708,763 6,779,742 1,929,021 43 2,866) 371 13.0 
Chesapeake & Ohio... 435 4351... EE Ree 1,054,988 1,044,782 10,206 ; 2402, 2 ......, 10 
Chicago & Alton...... $19' 840|......|.... .. .| 2,680,887; 2,806,830)........... 2 ‘ $.341|..... 269 B81 
Chi.& Eastern Illinois 227 171; 56, 32.9 622,143 439,498) 182,645)... 5 S70 378'......1 @7 
Chi. & Gd. Trunk.... 335: BBS)... ...)---- ater 560,480 462,325) $8,155} 21.5 1,380; 293 .... 21.3 
Chi., Mil. & St. Paul... 3,785 2,410/1,375...... 57.3 5,389,000 4,409,507) 979,493)... 22.3 1,424 1,829...... 405 225 
Chi. & Northwestern.. 2.770 2,291! 479 .... 20.8 6,720,956 6,818,221)...........5 97,965 1.4 2,426 2,976 550 18.3 

Chi., St. Paul, Minn. . 
a ae Ot: 720, 220 30.6 1,239,034 1,118,044 120,990 1,318 Jin) 26) he 
Chi. & West Mich..... 245 é J ieciaied 392,676 327,616 65,060 1,603 266 19.8 
Cin., Ind.,St. L. & Chi. 300 879,930 $83,456)........ a 2.933 ee 12 0.4 
Cin. & Springfield... 81 388,367 355,177 33,190... 4,795 410 9.4 
Cleve , Col.,Cin. & Ind 391 1,601,360 1,561,515 39,845 4,096 102 26 
Cleve., Mt.V.& Del... 144 168,087 76, 1,167| 1,127) 40 1.2.7. 2.5 
Denver & R.G....... 608 1,971,629 -- 47.2 
Des Moines & Ft. D’ge 84 123,205 » el Se 
Detroit, Lan. & No... 225 499,233 RU. ....: 10° O58 
East. Tenn., Va.& Ga = 3317 824,315 . 2,327; 273...... 11.7 
Flint & Pere Mar.,.... 318 744,078 2,340 2,072, 268 ...... 12.9 
Great Western.... ... 526 526 2,223,822 4,228 3,810 409 ...... 10.8 
Hannibal & st. Jo.... 292 292 ...... 2.0... 817,863 2,801 3,278)....... 477 14.3 
Houston, E. & W. Tex 88 72 «16... 22,2 52,200 9,2 x 593 = 546 Wis cat a 
Houston & Texas Cen 580 516 64.. 12.3. 1,506,888 265,504 211,384 . 2,598 2,448 150...... 6.1 
Ill. Cen., Ill. lines ... 918 882 36. 4.1) 2.317,113' 2,351,661|.. ........ 2,524 2.666...... 142 53 
Towa lines...... .... ae” Peed Fa ee 581,538 nk re 1,447 1,668 ...... 221 13.3 
Ind., Bloom. & West.. 212 212).. ...).......... 482,089 462,753 19,336 .2| 2,275; 2,183, 92 4.2 
Ind., Dec. & Springf.. 153) 139) 14. 10.1 181,994 122,274 UR Sa visbieae 47.7, 1,189 887 302...... 34.0 

Inter. & Gt. Northern 616 526 90. 17.6 976,149 621,346 $54,803.20... 2... 57.2, 1,585 1,181, 404 ....... 33.8 

Lake Erie & Western. 362 340, 22 6.5 487,600 349,405 tS eee 396 1,347 1,028 319 ...... 311 

Louisville & Nash.... 1,837 1,276 561 41.4, 4,235,008 3,080,981 1,154,027).......... 37.5) 2,305, 2,414 ..... 108 45 

Mem. & Charleston.. 292) 292 .... 2... 0.0... 495,949 439,633 ees 12.8 1,698 1,506 192 ...... 128 

Mem., Pad. & No..... MAB) (BABS cidialineelss. ds 95,513 81,441 14,072 17.3' 831 708! 123°... 1773 

Mil.. Lake Sh.& West 250 200 50 25.0 192,791 152,735 40,056 ..... 26.2 771: 764 i css) Om 
Mobile & Ohio.... ... 506 506 sate ee 976,831 891,852 84,979 9.5 1,931 1,763 168 ...... 9.5 
Nash., Chatta. &St.L. 467 454, 13. 3.0 924.675 880,541 44,134 .... 5.0 1,980 1.939 41...... 21 
N. Y.& New England 316 282 34. 12.1 1,003,522 861,374 142,148 ........ 16.5| 3,176 3,055 121 .. 3.9 
Norfolk & Western... 428 02 és] conn leddese 832,402 768,750 | eee 8.3) 1,442 1,796 146 8.3 
Northern Central..... 326 326 - cscs) 2,174,580 1,798,598 377,982 .......... 21.0) 6,670 5,5111,159 .. 21.0 
Northern Pacific. ..... 735° 660 «(75 11.2 861,999 681,320 180,679 .. ....... 26.5) 1,173 1,032) 141 .. 13.6 
Pad. & E’town........ 185) 185..... .).... wor 210,548 151,024 I cose das 39.4| 1,188 816) 322... 39.4 
Pénnsylvania......... 1.902, 1,872 _30).. 1.6 17,746,404 16,212,596 1,533,808,.......... 9.5 9.330 8,661 669 .. 7.7 
Peo., Dec. & Evansv.. 215, 126 89) 70.1 225,736 = =133,349, = 92,BB7).......... 69.5) 1.050 1,058... . 8 O08 
St.L..A@T.H..M.Li’e 195) 195 ......)....1..... 607,823 523,709  84,114).......... 16.5) 3,117 2,686 431. 16.5 

Belleville Line..... 71 , ee oth eee 204,123 8 =66265,551' 28,572).......... 10.7, 4,143 3.740 403 . 10.7 
St. L., IronMt.&So.. 685 635......). ee, 2,862,244 26.9| 4,178 3,992 886...... 26.9 
St. Louis & San Fran. 631 517 114... 21.9) 2,201,416 943,174 258,242).......... 27.4 1,904, 1,824 | A 4 
St. P., Minn. & Man .. 865 656 210... 32.0) 1,542,950 1,194,594 348,365'.......... 20.2) 1,782) 1,821'...... 39 2.1 
Scioto Valley......... 100 100... aE ee 126,821, 113,388 13,433).......... 11.9) 1,268) 1,134 134 ...... 119 
Texas & Pacific....... 657 455 202 44.4. 1,386,184 39.3] 2,110) 2,187 ...... 77 35 
Union Pacific.... .... 3,446 3,002 444 14.8 8,937,613 seth abe 4.9| 2,594) 2,802 208 «7.2 
Wab., St. L. & Pacific. 2,479 2,384 95 4.0, 4,918,272 284,238 5.5) 1,984 2,182 198 9.1 

Total, 53 roads...... 36,593 31,627 4,979, 13).. ... 97,205,182 86,114,574 12,011,232 920,624 ...... | 2,666 2,723...... 67 2.5 

Total -increase......).... 2. weeeeee See dl MMR i ccsscendres| at sean aese 11,080,608'.......... eG rcnbesd conus os 


and June, 1881, was larger than it was for the correspond- 
ing months last year, and that the reduced rates would not 
be likely to increase the business; but if it should be found 
hereafter that rates were not strictly maintained, they could 
be reduced to the lowest rate e by any lines; that as 
long as the present agreements in re to west-bound 
— existed, and it required three months’ notice to can- 
cel them, nothing could be gained by any of the trunk hnes 
cutting rates, as they would be with the full rate, 
and would, sooner or later, have to make up the deficiencies 
of other eh on the basis of full +~y Under the present 
agreements there was no necessity any cutting of rates, 
as the tonnage of each road was determined and could not 
be increased, and the cutting of rates could only result to the 
injury of the roads indulging init. In this respect the situ- 





| 


| ation was entirely different from the east-bound business, 


where no agreement or division of traffic existed. 

The exhibits showed that at present, taking in consideration 
the California business, the New York Central & Hudson 
River Rai was 3,942 tons over, the New York, Lake 
Erie & Western Railroad only 496 tons in deficit, the Penn- 
syivania Railroad 1,732 tons over, and the Baltimore & 

hio Railroad 3,178 tons in deficit. 

The desire was expressed by the representatives that rates 
be strictly maintained on all west-bound business, and as 
west-bound rates have re been under the control of the 
truk lines, no difficulty should be experienced, if the trunk 
lines are in carnest, as they profess to be, to accomplish that 
purpose. ALBERT Fink, Commissioner, 

C, W, Buen, Assistant Secretary. 
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mony that the boatmen could not make wages, not to 
say interest on their investments. If their expenses 
have risen as much as other people’s within the 
past two years, they: must be worse off than 
ever before. The lowest rates reached in 1880 were 
514 cents for wheat and 5-for corn, and these only for 
a single week in July ; at'this time of the year they 
were 7 and 61g. Last year, however, wasan unusually 
profitable one for the canal. In 1879 the rate on 
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or passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EDITOR RAILROAD GAZETTE. 
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we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN opin- 
tons, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, — Jinancial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 

Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointneents, and es- 

poet annual reports, some notice of all of which will 
published 


THE PROGRESS OF THE RAILROAD WAR. 

East-bound rates are as they were, the ruling rate 
apparently being on the basis of 1213 to 15 cents per 100 
Ibs. from Chicago to New York, though just what they 
are cannot be said, as everyone does what is right in 
his own eyes, and makes rates without any reference 
tuany standard. There have been contracts at 1214, and 
even reports of 10 cents per 100 lbs.; but there are always 
such reports in such times, made in the first place by 
shippers who wish to get specially favorable rates, and 
in the next place by bears in the stock market (though 
in this case the bears seem to have been unusually un- 
successful in improving their opportunities). The 
circumstances indicate that no considerable business 


can have been taken even as low as 121f cents. A 
lower rate should have forced down lake and 


canal freights to lower prices. These are now, 
including the Buffalo transfer, about 81j cents 
a bushel for wheat and 71g cents for corn from Chi- 
cago to New York, while a 124¢-cent rate would make 
them 7.5 for wheat and 7 for corn, and a 10-cent 
rate 6 cents for wheat and 5.6 for corn. Moreover the 
lake rates have been strong, and have actuaily ad- 
vanced during the past week. The rate on corn 
(which forms the chief shipments from Chicago now) 
was 234 cents a bushel from Chicago to Buffalo, on 
Thursday of last week, with shippers hoiding off for 244; 
while Saturday 314 wascharged, and Monday and since 
31g has been the reported rate. Canal rates reached 
their lowest about Thursday of last week at 3°¢ cents 
a bushel for corn and 4) for wheat, and have remained 
unchanged since, though the railroads have been 
taking away the canal traffic in a way that 
must seriously affect the boatmen’s business and 
still more their profits. By far the larger part 
of the shipments from Buffalo are now made by rail, 
for some days past the average daily shipments having 
been only about 148,000 bushels by canal (against 225,- 
000 before the break in railroads) and 415,000 by rail. 
Canal rates are now nearly as low as in the wretched 
days of 1878 and 1879, when it was the universal testi- 





the season was extremely low. Now it is true that, 
with these low rates, there was a great complaint 
among vessel-owners, but it came mostly from the 
smaller class of vessels; ‘and even at that time there 
were those who claimed that the large vessels and the 
propellers towing barges were making a tolerable 
income. Now the lowest rate that has been made 
since the break in rail rates this year has been 2% 
cents, and this has since advanced to 31;—double 
the low rates of 1878 and 1879, and, to all appear- 
ances, a decidedly profitable rate to the modern 
class of vessels. We confess to surprise at the lake 
rates being so well maintained. and can explain it 
only by the very large stocks that have arrived in the 
past few weeks, and that are still arriving, which for 
the time appear to afford both railroads and the great 
lake fleet all they can carry; but which, be it re- 
membered, if rail rates had not reduced, 
would certainly have given them not only 
a large business but also large profits; while now, 
though they are carrying an enormous traffic, they 
are making no profits at all and spoiling their chances 
of making much on through traffic for some time 
hereafter, however hard they may try. The rail move- 
ment now is probably as large as it ever was. The 
shipments from Chicago since the 15-cent rate was 
made have been from 12,000 to 14,000 tons daily, while 
before the 20-cent rate was made and after the 
switchmen’s strike early in May—that is, during the 
four weeks ending June 1i—they averaged but 7,418 
tons per day. The larger business is probably yield- 
ing in gross receipts to these roads just about the same 
amount as the smaller one, but in net profits 100 per 
cent. less. It gives plenty of work, and will bring cus- 
tom to rail mills, locomotive and car works, but the lat- 
ter with the shippers will be the only gainers. And the 
shippers are not gaining much. They get their grain 
carried by rail instead of by water, or by water for 
about two cents a bushel less than formerly. The 
pressure of traffic, however, enables the ocean vessels 
to put on about one cent a bushel on their rates, and 
the net result is that the European consumer gets a 
year’s supply of breadstuffs at a reduction of about 


been 


ten cents in the price. He was not paying 
much for its transportation before. For 
the five bushels of wheat, which is more 


rather than less than the average individual’s con- 
sumption, he had been paying about 90 cents for its 
conveyance from Chicago to Liverpool, taxing him 
about a quarter of acent perday. Now he gets it car- 
ried for about 80 cents, and will be able to buy one 
pound of bacon now with the year’s saving. Or, if the 
saving is divided between the consumer and the pro- 
ducer, the Western farmer will get five of the ten cents 
saved, and if he has several hundred bushels of grain 
to sell, the amount may represent two or three days’ 
wages. 

Why, then, if the gains are so little to the gainers, 
should the losses be so great to the losers? Be- 
cause the traffic which was going by the cheap water 
routes is now forwarded by the costly rail routes, and 
the amount actually expended for carrying it to the 
seaboard is vastly greater than if the vessels had taken 
their usual and natural proportion. 

The increase on other roads carrying through traffic 
is not nearly so great as on the Chicago roads. On 
the Trunk lines we understand it to be about 25 per 
cent. 





The prospect of the railroads maintaining a success- 
ful competition with the water routes is not so good 
now as it was afew yearsago. Then the cost per ton 
per mile by rail was falling rapidly; last year it ad- 
vanced almost universally, and we cannot look for 
rapid progress in economy now, the appliances which 
secure it having been adopted quite . generally 
already by the principal roads. Then too 
there had not been for many years any considerable 
improvement cheapening lake transportation ; since 
then the Jake marine has begun a transformation into 
large vessels and tows and barges, which take three 
or four times the old average cargoes with compara- 
tively little increase in expense per trip, and make 
more trips in the season than the old small sail vessels. 
They are getting higher rates than formerly, but they 
are able to carry for less, and they can make fair 
profits on a permanent rate which would bank- 
rupt the railroads. The Erie Canal, it is true, is as 
costly as ever, but close by the Welland Canal will be 
opened next month to vessels of 12 ft. draft—in- 
cluding most that enter Chicago harbor; and this 
will serve to reduce the cost on the eastern end 
of the route, which will be still further favored 
when the improvement of the St. Lawrence 
canals. is completed, next year. Further, the 
Mississippi River route has proved its ability to 
compete with the railroads against a 30-cent rate, and 
though this seems not likely to be as cheap as the lake 
and canal route, yet it has and will have an effect in 
a wide extent of grain-growing country which is not 
able to get the full benefit of the lake rates because of 
its distance from lake points—the southern half 
of Ohio, Indiana, LUlinois and Missouri and _ all 
Kansas. The effective competition of no single 
water route likely _ to reduced even 
temporarily by a season of unproiitable rail 
rates, except that of the Erie Canal. If the boatmen 
do not make profits on that this year, probably fewer 
new boats will be built for next year’s business. But 
next year the St. Lawrence route will probably be able 
to do all that the Erie Canal leaves undone in the way 
of carrying through freight for export. Thus, no 
permanent favorable effect on the business of the rail- 
roads can be expected from the present ruinously low 
rates. 

There has been some surprise expressed that the last 
irregular reduction of rates was not followed by an 
ofticial announcement by the Chairman of the Joint 
Executive Committee of a regular and universal re-- 
duction of rates on that basis. The agreement of March 
11, in accordance with which the former official reduc- 
tions to 25 and 20 cents were made, does not, however, 
require such a reduction. The Commissioner is 
authorized to make such a reduction to a level with 
the lowest cut rates, on consulting the presidents of 
the trunk lines. The measure was intended to prevent 
cuts, by making their results universally disastrous. 
Probably the presidents thought that com pel- 
ing a universal reduction to the basis of 
15 cents would be too much of a_ bad thing. 
There are places far south of the lakes where it is not 
necessary to make the rates so low as their regular pro- 
portion of the Chicago rate, and whose rates govern 
the local rates for a large part of the country pretty 
well to the east, and on several roads whose local rates 
are comparatively high. It is hard enough to carry 
through freight on the 15-cent basis; to lose money on 
local as well as on through business is more than these 
roads could bear. 

If, however, the reduction could be made to affect 
all the lines alike, it is possible that it would be a good 
thing if such irrational reductions of through rates 
could be made to apply to all local business: it would 
certainly tend to prevent such contests. Having once 
established through rates and local rates on a rational 
basis, with whatever difference between them may be 
necessary, and then require that a change in the 
through rate must always be accompanied by a cor- 
responding change in the local, bankruptcy could 
be materially hastened by a railroad war—and that is 
what is desirable, that a reduction of rates below what 
is reasonable should bring the heaviest possibie losses 
if only they can be brought upon all alike. 
Now aroad with alight through and a heavy Iccal 
traffic has a tremendous advantage in reducing through 
rates. Getting one-tenth of its profits from through 
business, by reducing rates to cost it loses but one 
tenth of its net income, while its competitor, which 
gets four-fifths of its profits from through traffic, loses 
four-fifths of its net income by the same reduction. 
The power for mischief is thus in inverse propertion 
to the amount of the through traffic. But if competi- 
tion affected all the traffic of all the competing rail- 
roads alike, then there would be no railroad problem ; 
it. would always take care of itself in the interest of 
the public and of the railroad owuers alike. 
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MAY EARNINGS. 





Earnings in the month of May are reported in our 
table by the unusually large number of 55 railroads, 
having in the aggregate this year 39,246 miles of road, 
which is about three-sevenths of the total now in 
operation in the United States. These roads, with 14.4 
per cent more miles than last year, earned 18.4 per cent, 
more money, their average earnings per mile of road 
having increased from $602 to $623, or 314 per cent., and 
their aggregate earnings in the month being $24,458,698. 

Of the 55 railroads reporting only nine have smaller 
total earnings this year, and only 13 smaller earnings 
per mile, and the decreases are comparatively small, 
the largest being 14.2 per cent. on the Chicago & Alton, 
13.5 on the Belleville line, 7.50n the Hannibal & St. 
Joseph. There are not, perhaps, so many of the 
enormous increases over the previous year that were 
common a few months ago, but still there are some 
very large ones, the largest in earnings per mile being 
36 per cent. on the Chicage & West Michigan, 32.8 on the 
Flint & Pere Marquette, 44.6 on the Houston, East & 
West Texas, 33.8 on the Indianapolis, Decatur & 
Springfield, 49.5 on the International & Great Northern, 
40.1 on the Memphis, Paducah & Northern, 37.7 on the 
Milwaukee. Lake Shore & Western, 41.2 on the North- 
ern Central, 32 on the Nothern Pacific, 47.1 on the 
Paducah & Elizabethtown, 37.5 on the Iron Mountain, 
and 31.8 on the St. Louis & San Francisco, besides five 
others whose increase was more than 25 per cent. It 
should be said that several of these roads with the 
largest percentages of increase still have very light 
earnings. Theamount of gain in earnings per mile ($416) 
on the Northern Central is greater than the total earn- 
ings per mile on eight out of the eleven. 

The roads with the largest and smallest earnings per 
mile this year are: 





Largest : | Smallest: 
Pennsylvania..... Sinaia’ $2,028 | Houston E. & W. Tex...... $133 
Reading... .. . «ee--. LYL2| Memphis, Pad. & Nor..... 162 
Terthane ‘Central... 12. . 1,428 | Mil., Lake Shore & W...... 178 
Cincinnati & Spring..:.... a 035 Ala. Gt. Southern......... 18¢ 
Cleve., Col., Cin. & Ind.. oo Peoria, Dec. & Evansville.. 206 
Central Pacific.... ....... 9 | Cairo & St. Louis.......... 2 213 
Iron Mountain............ 701 | Paducah & Elizabethtown., 221 


A large proportion of the roads which have decreases 
or the smallest increases are lines which carry grain 
to Lake Michigan, and their decrease is explained by 
the fact that in May last year receipts of grain at Lake 
Michigan ports were extraordinarily large, while this 
year they were much smaller, and the heavy receipts 
have come in June, at a time when last year they were 
light. These roads will probably show a decided im- 
provement in June. 

Of the 16 Southern roads that report, all but two show 
increases larger than the average, but only a few very 
large gains. 

The few roads tributary to St. Louis that report show 
generally large gains. 

Of the three roads in the Southwestern Association 
that report, the Hannibal & St. Joseph and the Chicago 
& Alton show a decrease, the Wabash also a small de- 
crease in earnings per mile, but a small increase in 
total earnings. These roads have had a considerable 
portion of their passenger traffic spoiled by an in- 
heritance from the contest last fall. 

Nine roads report which have a considerable through 
traffic carried at trunk-line rates—on the Chicago 
basis. All but one of these shows more than the aver- 
age rate of increase, and the Northern Centra! has the 
enormous one (for an old road), of more than 40 per 
cent., while the Pennsylvania increased but 11.2 per 
cent. These are the roads which will feel most the 
present low rates. As the lowest rates did not begin 
un‘il the 17th of June, and as their shipments largely 
increased, the effect may not be visible in the gross 
earnings of June. The very low rates that destroy 
the profits of roads east of St. Louis and Chicago will 
be favorable to those west and northwest of Chicago, 
which are now having an enormous traffic at full 
rates. 

Below we give the earnings per mile of road in May 
of several roads for six years : 

Earnings per mile in May for six years: 





1876. 1877. 1878. 1879. 1880. 1881. 

1 $156 $180 

574 «647 

304 294 

198) =—-2213 

333 338 

732 759 

458 673 

733 ©6630 

508 531 

456 405 

815 676 

629 6233 

805 866 

224 243 

457 39679 

436 0«=—-5516 

225 265 

386 8 5u6 

467 5 606 

Houston & Tex. Cen..... ..... 0 ...++. 278 330 364 390 
I. Cen., in Ti..........0. 668 524 570 S522 572 544 
Ill. Cen, in Iowa......... 334 «2360-356 32149 34 
Ind., Bloom. & W........ ..... 313. 465 ...... 404 484 
Ind. & Gt. North.... .... 154 159 #4158 #4166 #182 272 
Louisville & Nash........ 390 398 404 438 420 441 
Memph., & Charles....... ...+. 167) «195 ...... 199 254 






—= — _ —= —_= 1881. 


Mem.. Pad. & Nor.. 162 

FOE 181 iy 232 255 $287 

369 «49358 400 350 352 

ee ae oe aa 

289 292 306 307 = 86339 

: 1,050 978 974 1,012 1,428 

Northern Pacific. . ieee aoe 317 = 301 397 

Paducah & Eliz 131 136 105 150 221 

Pennsylvania...... 1,420 1,402 1,490 1,826 2,028 

Phila. & Read 1,440 1,380 1,361 1,651 1,912 
St. A T. H.& A, main’ 

ctbe. 6. tats ovdensebe this bihici 324 492 €06 

Bellevilie Line........ 553 496 513 523 732 635 

St. L., Iron Mt. & So..... 376 423 395 442 509 701 

St. L. & San Fran....... 298 312 286 242 333 439 

St. P., Minn. & Man. .... .... ee ee 479 430 442 

Scioto Valley............ +58 ean 243 «#194 226 270 

Texas & Pacific.......... 318 268 295 .. 251 282 352 


The whole number of roads reporting each year, 
and the number of these whose earniigs were larger 
this year were as follows : 


1876. 1877. 1878. 1879. 1880, 
Whole No........... 25 33 34 39 43 
Larger this year .... 17 20 Pre 36 34 


Thus with every year the comparisons are favor- 
able. 

Of 25 roads that report for each of the six years, 
14 had larger earnings in May this year than in any 
other of the six, and of 33 that report for the last five 
years, 22 had their largest earnings this year. 

For the five months ending with May we have re- 
ports from 53 railroads with 36,593 milesof road. With 
a mileage of 15.7 yer cent. more than last year, these 
roads have earned 12.9 per cent. more money, their 
average earnings per mile of road having decreased 
from $2,723 to $2,656, or 215 per cent. Nine of the 53 
roads have smaller total earnings and 16 smaller earn- 
ings per mile. 


———— 








The Western Vanderbilt Roads. 


The Vanderbilt railroads “last 1 week made the half-yearly 
statements which usually accompany the declaration of a 
dividend. The results, to those who have supposed that the 
great growth of earnings and profits last year would con- 
tinue for an indefinite period thereafter, are disappointing. 
The Lake Shore shows a slight decrease in gross earnings 
(11¢ per cent.), and an increase of 9 per cent. in working ex- 
penses, causing a decrease of $563,616, or 14 per cent , in net 
earnings, and reducing the surplus of profits over fixed 
charges about one-fifth, so that it is equal to but 4.33 per 
cent. ou the capital stock, instead of 5.40as last year. After 
paying the 4 per cent. dividend and the sinking fund, there 
remains of the half-year’s profits only $36,000, against 
$505,340 last year. The severe weather of the first three 
months are chiefly responsible for the large increase in ex- 
penses. The traffic, apparently. was well maintained, in 
spite of the great diversion of grain from the New York 
Central, Through rates east having been lower this year, 
the decrease in earnings probably does not reflect the course 
of the traffic. 

If stockholders are inclined to be dissatistied with the 
showing for this year, they will do well to look vack on the 
results of the first half-year in years prior to 1880, which we 
present below: 


Net 
Years Earrings. Expenses. earnings. Surplus. 
Sr $6,461,166 $4, orn 119 $1,833,047 $ 445.247 
i bccacscana sara 6,596,092 ‘ .574 2,426,518 1,067,518 
Ee 6,938,482 1217 921 2.720561 1,370,561 
eer 9,073.000 5,019,384 4, 053,616 2,673,616 
cen ss6ennnness 8,970,000 5,480,000 3.490.000 2,140,000 


Thus, compared with any previous half-year. except that 
of 1880, a very greatimprovemeat is seen in gross and net 
earnings and in the surplus over fixed charges, which latter 
is the stockholders’ profit. If they see they have $544,000 
less than last year and therefore groan, let them observe 
alsothatthey have $1,770,000 more than the year before, 
and therefore rejoice. Their profits are also twice as great 
as in 1878 and nearly five times as yreat as in 1877—the 
worst of half-years. 

The Michigan Central has a much larger decrease in gross 
earnings ($281,000, or 6 per cent.', but a much smaller in- 
crease in expenses ($126,000, or 41¢ per cent.), and its net 
earnings fell off $405,000, or 24 per cent., reducing the sur- 
plus over fixed charges from $860,000 in the first half of 
last year to $442,000—a decrease of nearly one-half. The 
decrease in net earnings is not much more in proportion to 
mileage than the Lake Shore’s, but the Michigan Central 
has not so much to lose, and a comparatively moderate re- 
duction of profits tells strongly on the divisible surplus. Last 
year the company divided 4 per cent. from the profits of the 
tirst half of the year, just as the Lake Shore did; 
but the Lake Shore had a balance of $570,000, equal to 1.40 
per cent. ou the stock, left, while the Michigan Central’s bal- 
ance was only $25,472. Thi: year 25 per cent. is paid in 
dividends, and even this requires $26, 455 more than the 
surplus of this half-year. The statement issued says that 
this road suffered from winter storms much more than those 
a little further south, and this makes it surprising that the 
expenses should not have increased more than they did. The 
dividend of 1/4 per cent. declared for the first quarter of 
this year, when expenses were heaviest and traffic greatly 
interrupted, could hardly have been earned in that quarter, 
else the profits then must have been larger than since, while 
the weather has been favorable. The Michigan Central had 
the competition of the Grand Trunk the whole of this half- 
year, but only part of it last year. 

Again we call attention to the following tigures from the 
reports for the corresponding half of previous years: 





Year. Earnings. Expenses. Net earnin Surplus. 
7a $3,210,071 $2,275,752 $934,35! $124.334 
PA 3,341,000 Qi 1,106,000 294, 
beds dna ,62 1.000 2'92 1,000 1,700,000 860,000 
eee 4,240,000 3,045,000 1,295,000 442,000 





Thus the results this year are much better than in any 
half-year previous to 1880, there being since 1879 an in- 
crease of 30 per cent. in gross and 17 per cent. in net earn- 
ings, and of 50 per cent. in divisible surplus. This road was 
not so well situated to get traffic last winter as lines further 
south, not merely on account of more snow blockades 
on its lines, but because last winter an unusually large 
share of the through traffic was winter wheat grown 
entirely south of the latitude of Michigan, which the 
Lake Shore reaches by the numerous lines from the South 
and Southwest, which find an eastern outlet over it, but 
which the Michigan Central hardly reaches at all east of 
Illinois ; and the Chicago receipts, largely coming from the 
Northwest, were greatly hindered through the winter, and 
only recently have come forward with their usual freedom. 
The Michigan Central gets a larger share of the Chicago sbip- 
ments than any other road. These now are very large, but 
the rates are so low that the business is valueless, 


The Canada Southern had still less divisible surplus to lose 
than the Michigan Central, having but just emerged from a 
state of virtual bankruptcy, when its net earnings were next 
to nothing. This road was not closed by snow at any time 
last winter, and was able to carry all the traffic its western 
connections were able to bring it. Itshows for the half-year 
a decrease of $67,484, or 3.6 per cert., in gross earnings, 
and an increase of $164,688, or 14 per cent., in working ex- 
penses, causing a decrease of #232,172, or 32 per cent., in 
net earnings. Moreover, this year the interest on 
the bonds of this road, in accordance with the reorganiza 
tion agreement, became 5 per cent. instead of % as heretofore, 
and this added $134,474 tothe fixed charges of the half- 
year, which brings down the surplus available for dividends 
from $513,415 last year (= 3.42 per cent. on the stock) to 
$146,679 (= 0.98 per cent). Last year, it is well to remem. 
ber, this company had a divisible surplus of but $396,811 in 
the last half of the year, against $513,415 in the first balf. 
If rates continue as at present much longer, doubtle.s this 
will be true again this year, on ali roads with large through 
freight traffic, but more on this than on most others, be- 
cause it has very little local traftic. The most fortunate 
thing, apparently, that could happen to the Canada South 
ern would be a quarrel between the Michigan Central and 
the Great Western, resulting in the turning of the whole of 
the former's immense through traffic over the Canada South- 
erp, which now gets about half of it, we believe. Sucha 
quarrel, in view of the Great Western's contract with the 
Wabush, seemed not at all impossible, but'we learn that a 
contract has recently been signed by the Wabash, the Lake 
Shore, the Canada Southern and the Great Western, by 
which the whole Wabash traffic in both directions will be 
divided in detinite proportions among the three other roads. 

The statement issued with these figures does not ascribe 
the large increase of expenses in the half-year to the severe 
winter (which did not blockade this roa’), but to higher 
prices and large renewals. The renewals named are 
equivalent to 8's miles of new track and 30% of new. ties : 
these make a renewal of less than 2 per cent. of the rails and 
of 61, per cent. of the ties per year, which isnot more than the 
average requirements unless the rails have an average life of 
25 years, and the ties of eight years—and if they have, they 
are extraordinarily durable. Cold weather, however, con- 
siderably increases expenses even when there are no block- 
ades, and though the renewals can hardly be more than the 
average requirements, usually the larger part of the 
renewals of the year are made in the last half. * 

We are uot able to give the earnings and profits of this 
road for the half-years previous to 1880, but it will be in- 
teresting to trace them for the entire years previous. 


Net 

Year. Earnings. ors - earnings. Surplus 
| JES $1,297,457 $1,369,922  *$72,45 pone 
err 1,357.322 1,316,164 36,158 Nove 
1878...........---+. 2,480.873 2,070,258 $10,618 5 $57,182 
re 2,995,365 2,448,090 275 155.8233 
1880... 3,705,679 2,406,541 1, Seo" 388 ROL, SRR 

Half-year: 
BBBL.... .-ccecsseee 1,817.853 = 1,532,710 485,148 146,679 

*Deficit. 


The first two years end with June, the others are the cal- 
endar years. The net earnings for this last half-year, 
though nearly a third less than those of the first half of 1880, 
are not much less than those of the whole year 1879, and a 
fifth greater than those of the whole year 1878. In 1880 
the gross earnings of the first half of the year were 51 per 
cent., and the net earnings 55 per ceut. of those of the whole 
year. 

A comparatively small difference in through rates makes 
a great difference im the net income of this road. Such rates 
as we are baving now, if permanent, would probably de- 
stroy it entirely, while what it can do with well maintained 
rates was well demonstrated by the results of the year 1580, 
which were sufficient to provide for the present interest on 
the bonds and still yield 4 per cent. on the stock. It has 
lighter earnings than most of the roads with similar traffic, 
the average earnings per mile in 1880 having been $9,264. 

With regard to all these roads it may be said, as is said 
above of the Michigan Central especially, that the crop 
movement and the winter both have been naturally less 
favorable to them than to roads further south, besides which 
the diversion of grain traflic artificially from the New York 
Central, which we noted last week, must have been, also, to 
a considerable extent, a diversion from these roads. How- 
ever, they did not lack for traffic; we see that though the 
through rates were lower than last year, their gross earn- 
ings were not much less; but as other parallel roads have 
generally increased earnings, this is not altogether satis- 





factory. Ali having an enormous through traffic, all must 
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suffer greatly by the present demoralized east-bound rates, 
and on these more than on anything else will the results of 
the coming half-vear depend. 


Progress in Cotton Cultivation. 

The growth of cotton production is discussed in an elabo- 
rate article in the Commercial and Financial Chronicle of 
last week, with the help of the returns of acreage made by 
the last census. The result is the revision of all previous 
estimates of acreage for a number of years past, greatly 
increasing it and the rate of increase. The Chronicle, which 
is the best authority, completes the statement with elaborate 
estimates of the acreage planted this year, which are very 
different from those reported by the cotton exchanges, but 
made with such knowledge, skill and extent of information 
that they are doubtless the most trustworthy, though it is 
difficult to understand how a crop which is cultivated almost 
exclusively by a population which does not increase at all 
by immigration and on which labor-saving ma- 
chinery has little application could have been ex- 
tended so rapidly. Theacres planted are given as 11,641,_ 
000 in 1876 and 16,851,000 in 1881—an increase in five 
years of no less than 5,210,000 acres, or 45 per cent.—while 
the people engaged in cotton cultivation must have been 
extraordinarily prolific if meanwhile their number increased 
15 per cent. There is no doubt, however, that laber has be- 
come considerably more effective in the South since 1876, 
the freedmen having learned better the necessity of labor; 
but on the other hand more manure 
a higher average culture is practiced now, 
require more labor per acre. The increase in acre- 
age has been largest in the later years—5 per 
cent. from 1876 to 1877, 8 from °77 to °78, 9 from ’78 to 79, 
12 from ’79 to ’80 and (estimated by the Chi onicle) 44, from 
*80 to’81. An increase of more than 30 per cent. is shown 
in the three years from 1877 to 1880; and meanwhile there 
was no diversion from other crops to cotton, but on the con- 
trary the cottor-growers appear to have increased their food 
crop more in preportion than their cotton. 

The area cultivated in cotton, however, is still compara- 
tively small. It amounts even this year only to 26,314 
square miles, whic! is less than half the area of the single 
state cf Georgia. This, which is still the leading cotton- 
growing state, has this year but 4,662!¢ of its 58,000 square 
miles planted with cotton—only 8 per cent. of its area— 
which may open the eyes of some people as to the extent to 
which this crop is cultivated where it is cultivated most; the 
fact being that in no Southern state is more than a small 
fraction of the land cultivated to any crop; while in the ten 
cotton states (the northernmost of which are North 
Carolina, ‘Tennessee and Arkansas), the census shows 
that in 1879 there were 17,494,000 acres of corn, against 
14,428,000 of cotton, very few of the states having much 
more cotton than corn (South Carolina, 1,303,000 acres of 
corn, against 1,364,000 of cotton ; 2,537,000 of 
corn, against 2,616,000 of cutton : Alabama, 2,055,000 of 
corn, against 2,329,000 of cotton ; Mississippi, 1,571,000 of 
corn, against 2,093,000 of cotton ; Louisiana, 740,000 of 
corn, against 862,000 of cotton ; all the rest more corn 
than cotton). 

One of the most interesting things traceable by the 
Chronicle’s statistics is the progress in cotton cultivation 
made in different states. Now this has not followed the 
course of the grain crops in the North ; but the increase in 
acreage has been greater rather than less in the Eastern than 
in the Western states of the cotton belt, since 1876. Even 
Texas, which has gained 67 per cent. in these five years, has 
made less progress than North Carolina, with 70 per cent. 
increase. The acres in 1876 and 1881 and percentages of in- 
crease are as follows in each cotton state: 


and 
which 


is used 


Georgia, 








1881. 1876. Increase. P.c. 

North Carolina .......... 1,096,000 649,000 447,000 70 
South Carolina... ......... 1,656,000 1,050,000 606,000 58 
Ns <) make'eewes esnne 2,984,000 1,958,000 1,026,000 52 
PI ones kvegoccnssainens ‘268, 000 220,000 48,000 22 
RR Sig iok as Sinkecenneuk 2,( 1,952,000 810,000 41 
Missiesingl....... .-...2.... By 1,854,000 540.000 29 
po eo of 720.000 202,000 28 
PE hic. Cinsars gasses suas gate 4, 1,533,000 1,031,000 67 
pO Ree a 1. 176/000 950,000 226,000 24 
I ig Gsivescs waste cous *924. 000 €80,000 244,000 36 
SD IN i wip nssdacceees 105,000 75,000 30,000 40 
MEE, Wao beck abeacvane - 16,851,000 11,641 641,000 5,230,000 45 


Thus, of ths total increase of 5,210,000 acres, no less than 
2,937,000 were in the states east of the state of Mississippi, 
and 2,127,000 acres in the Atlantic seaboard states. In 
Getexia, an old state with 58,000 square miles of area, the 
amount of increase is nearly the same as in rapidly growing 
Texas, with its 274,000 square miles. 

The increase of acreage this year over last also shows a 
surprising growth in the old states—10 per cent. in North 
Carolina, 7 per cent. in South Carolina and 4 per cent. in 
Georgia, Alabama and Tennessee, against 3 per cent. in 
Mississippi, 2 in Louisiana, 7 in Texas, and no increase in 
Arkansas, Of the total increase of 728,000 acres this year, 
only 276,000 is west of the Mississippi. Thus the old 
Southern states, in which there is very little building of 
new railroads, seem to be making rather more progress in 
cotton culture than the new ones, where a great many new 
roads are under way. This exiensive railroad building, 
however, has doubtless limited somewhat the extension of 
cultivation this year, the laborers being attracted from the 
plantations to the railroads, while there is no immigration 
by which the plantatioa forces are recruited. 

The Chronicle, in connection with its statistics of acreage, 
has elaborate reports of the condition of the crops at the end 
of June, when the growth of the piant is to a great extent 
determined (though not the yield) ; the situation being some- 
thing like that of winter wheat when the frost has left the 


ground in thespring, which still has danger from insects, and 
rust and bad harvest weather to meet, but if well grown, 
has at least the potentiality of a great crop. The Chron- 
icle’s conclusions are that the condition of the crop is, on the 
whole, fully as good as last year at this time—better in the 
Gulf States, except Texas, as good in the Atlantic States, 
possibly not quite as good in Texas and Arkansas, on ac- 
count of excessive rains in April and May. As the average 
yield per acre last year was the largest for many years, this 
is certainly a very satisfactory prospect. 

The great advance made in the chief industry of the South 
of late goes far to account for the recent great and sudden 
progress made by most Southern railroads, which to many, 
accustomed to look upon the South as an unprogressive 
country, has seemed unaccountable. 


Record of New Raliroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows : 

Chicago d& Northwestern.—On this company’s Milwaukee 
& Montford line track has been extended from Verona, 
Wis.. westward to Barneveld, 2214 miles. 

Richmond & Alleyheny.—Extended from New 
Va., westward to Lynchburg, 36 miles. 

Camden & Atlantic.—Extended from Atlantic City, N. J., 
to South Atlantic City, 244 miles. 

Chicago & Alton.—A new branch has been completed from 
Braceville, [ll., west to Coalville, 7 miles. 

Connotton Valley.—Extended from Mogadore, O. 
ward to Bedford, 29 miles. Gauge, 3 feet. 


Market, 


, north- 


Herkimer, Newport & Poland.—The first track is laid 
from Herkimer, N. Y., to North Herkimer, 3 miles. Gauge, 
3 feet 


This isa total of 100 miles of new railroad, making 1,972 
miles this year, against 1,899 miles reported at the corres- 
ponding time in 1880, 761 miles in 1879, 606 miles in 1878, 
618 miles in 1877, 673 miles in 1876, 401 miles in 1875, 637 
miles in 1874 and 1,408 miles in 1873. 

CHICAGO SHIPMENTS EASTWARD, as was to be supposed, 
have been greatly stimulated by the low rates. For the 
week ending June 25 they were $1,660 tons, shipped at rates 
which varied probably from 1214 to 15 cents, while in the 
previous week, during two days of which the rates were 15 
cents and the other four 20 or less, the shipments were but 
54,.266tons. The circumstances, aside from the low rates, were 
favorable to heavy shipments, receipts for some weeks having 
been extraordinarily large, and accumulations great, which 
owners would not be likely to hold until after tke harvest. 
The shipments from Chicago under the pool for the eight 
weeks since navigation opened have been: 





Ww eek ne 1881. 1880. 
May . ere - 22,351 27,000 
Bs code od Ka 04s) CAROePS ‘ 34°485 
ne 29,067 
MRC nine nha tensene ts . 47,523 ¢ 
Re Boss <cinsdcnicecentsenensesdeonarsees 40,020 
MME 5 cient phep. sae Basle  <SAMipnre ciel, wae 37,600 
By cikcs bet nee nese shabcredcawnashe 54,266 
Te icc keRanceew sae eS pked ew aerens 81,660 
Bight weeks..........-cseeesseseeeeeees 372, 363 313,431 


It will be seen that there were unusually large shipments 
in the last two weeks of this period last year; the total ship- 
ments of the eight weeks were 19 per cent. larger this year; 
those of the last two weeks, 10 per cent. greater. The gross 
earnings at the actual rates last week were probably not 
more than those of 40,000 tons at a 30-cent rate—very 
likely less. The only week in which the shipments of this 
last week have been exceeded was the last week in March, 
1880, when 87,690 tons were shipped, the grain rate being 
then 35 cents. 

After the first week in July last year, shipments averaged 
less than 40,000 tons a week until November, and until the 
middle of October they reached 40,000 tons but twice. This 
was, be it remembered, by far the most profitable summer 
the railroads have ever had. 

In the week ending June 18 the percentage carried by each 
road was: 


P. ec. carried. Pool p. c. 


Chicago & Grand Trunk..... ree . 14.6 10.0 
| er ert 26.0 
No nina nbs 5 8h) iba cea eebee 4 23.0 . 
NR ca ica Kicans, acnncatinensasnades 3.2 23.0 
DE, os ois c.c oan cand cccecboneus ee 10.0 
Baltimore & Ohio.......... 3.8 8.0 





The Grand Trunk and the Michigan Central thus were 
most successful in getting business this week, while the Fort 
Wayne was far behind. We understand that the Pennsyl- 
vania is short of cars at Chicago, probably having plenty of 
more profitable traffic for them to carry. 

The reports published in the Chicago papers of the ship- 
ments (which are those made by the Board of Trade) show 
for the week ending June 25 72,989 tons shipped, which is 
nearly 9,C00 tons less than the actual shipments. This re- 
port shows that 55,732 tons of these shipments were grain, 
equai to about 2,000,000 bushels. This is the only freight 
of importance that the vessels compete with the railroads for. 
Besides 8,017 tons were flour. This report shows 15.3 per cent. 
of the shipments by the Grand Trunk, 25.8 by the Michi- 
gan Central, 24.2 by the Lake Shore, 17.4 by the Fort 
Wayne, 9.5 by the Pan-handle and 7.7 by the Baltimore & 
Ohio. Thus, again, the Fort Wayne is far behind its pro- 
portion, the Grand Trunk far ahead, the two Vanderbilt 
roads nearly even with it. The other 9,000 tons may change 
these percentages considerably, however, in the official state- 
ments. The Board of Trade report for the week ending June 
18, made the shipments 31,841 tons, while the total ship- 
ments were, as we hav e said, 54,266 tons. 








THE MISSISSIPPI GRAIN MOVEMENT continues large since 





lake navigation opened, though not quite so large as before. 




















The receipts at St. Louis, however, are quite as large as be- 
fore, and it is evidently shipping more by rail than before 
lake navigation opened, during only part of which time have 
rail rates been reduced. For the last five weeks the St. 
Louis receipts have been remarkably uniform, and much 
larger than usual at this time of year, but its gain has not 
been at the expense of Chicago and Milwauke, since the 
farmers have had time to bring forward their grain. Thus 
for the three weeks ending June 18 the receipts of St. Louis 
Chicago and Milwaukee were, this year and last : 
-—-——Bushels.--——— — of total.— 
1881 1880. 881. 188 0. 


oi SAR 3,817, 0: 37 oa 467 " 2 10.9 
2 ee ae 11,833,394 9,96 592 53.5 54.1 
Milwaukee......... 1,887,421 1, 063 >, 008 8.5 5.8 

The 7 markets, 22,136,782 18,416,148 100.0 100.0 


Thus the two Lake Michigan markets have received 62 
per cent. of the whole this year against 59.9 last year, 
while St. Louis has 17.2 against 10.9 per cent., leaving for 
the other four markets but 20.8 per cent. of the whole this 
year, against 29.2 last year. The percentages of each of 
these ports for the three weeks both years have been as fol- 
lows : 

Duluth. 


Peoria. 
8.5 a5 
8.5 2.5 


Detroit. Toledo. Cleveland. 
7 9.4 1.2 


59 


5.2 10.8 

Thus the losses have been at ports whose receipts are from 
a limited locality, except at Toledo. Peoria, which stands 
half way betweeu the river and lake, has fully kept up its 
proportion; Chicago has nearly, and Milwaukee has gained 
largely. If flour receipts were included a considerable gain 
would be shown at the Lake Michigan ports. Some differ- 
erice is caused by the failure to report any receipts at Duluth 
this year. 

There is, of course, a close relation between St. Louis re- 
ceipts, river shipments and New Orieans receipts, but it is 
not so close as probably most people suppose. Since lake 
navigation opened they have been, each week, in bushels: 


9° 
aw 














St. Louis P.c. River P.c. New Or- P.c. 

receipts, of shipments of leans re- of 

Week ending: bush. total. bush. total. ceipts. total. 
ay 7 3 365,895 7.5 341,204 11 0 
7 442,889 10.8 494,195 13.5 
ae meee 23. 730,401 11.7 50,958 0.7 
a Re eA 1.266, ‘496 21.9 552,388 8.8 520,604 77 
June 4 .. 1,320,642 16.4 60° "460 12 2.3 95 1,786 14.2 
pe: Se eerie 1.264.007 17.3 309,674 5.0 360,463 5.7 
oe es 1,2 32,388 18.3 339,149 6.2 607,486 10.2 
Te 9.0 3,296,696 8.4 
Total in 1880. «ee. 2,859,365 6.5 





In April St. neni rec aie averaged 1,073,000 bushels a 
week, and were 28.2 per cent. of the total Northwestern 
receipts; in March they averaged 909,000 bushels per week, 
and were 28.7 per cent. of the whole; in the seven weeks 
given above the average is 1,035,700 bushels per week, or 
nearly the same as in April, but a much smaller proportion 
of the whole. The New Orleans receipts, which in these 
seven weeks averaged 471,000 bushels per week, and were 
8.4 per cent. of the whole, in April were 679,000 bushels 
per week, and 15.9 per cent. of the whole; and in March 
541,000 bushels per week, and 13.3 per cent. of the whole. 
New Orleans, thus, has been more affected than St. Louis by 
the opening of lake navigation. The New Orleans receipts 
were equal to two-thirds of the St. Louis receipts in March, 
and to three-fifths of them in April; but in the last seven 
weeks they have been but 45', per cent. of them—showing 
that more of the St. Louis grain is finding a market else- 
where. 


A New CuicaGo-DEtroiT LINE is proposed, to run over 
the Baltimore & Ohio from Chicago to Auburn, Ind., 146 
miles, and thence over the new Detroit line of the Wabash 
to Detroit, 127 miles, thus making a route miles long, 
against 284 by the Michigan Central and the same dis- 
tance also by the Lake Shore. Many doubtless have for- 
gotten that the Lake Shore has a Chicago-Detroit line, 
through trains are not run over it, the through traffic being 
taken by way of Toledo, and the Detroit traffic not being 
important enough to justify running through trains. So if 
the proposed new line ended at Detroit, it would have very 
little importance; but if established it will be doubtless as a 
section cf a through line between Chicago and the East, and 
as such would compete for a share of the New York, Boston 
and New England traffic. The Wabash has every reason to 
wish for a line of its own from Chicago to the East: 
and the Baltimore & Ohio, one would suppose, would 
be glad to get traffic going to New York and New England 
for its line which now gets nothing but Baltimore traffic, 
and not a great deal of that, but we hear that Mr. 
Garrett objects to it. The line would of course com- 
pete with all those now extending from Chicago to the East, 
perhaps more with the Michigan Central than with the 
others, as it would doubtless find its outlet between Detroit 
and Buffalo by the Great Western on the basis of the much 
talked of Wabash contract for hauling cars at wonderfully 
low rates, which no one seems to know definitely : one story 
was that it was $5 per car for the 229 miles, which, 
with modern loads, is 0.156 cent per ton per mile 
when the car is full, and only 0,312 if all the cars return 
empty. Another rumor is that the Great Western is to re- 
ceive its proportion, according to mileage, up to $10 a car, 
being guaranteed $5, however low rates may be. Either 
of these would seem to be good enough for the Wabash. But 
if the Great Western gives such terms to the Wabash, doubt- 
less the Michigan Central and the New York Central will 
insist that it shall do as well by them, and the Michigan 
Central doubtless will look with great disfavor upon any 
Chicago competitor’s entering into close relations with the 
Great Western, and the latter cannot afford to lose this 
road’s vast traffic, which Mr. Vanderbilt probably would 
not object to turning wholly over the Canada Southern, 
should occasion offer, 
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THE ALABAMA, NEW ORLEANS, TExaS & PACIFIC 
Junction RatLways Company has been before the 
Biitish public as an applicant for subscriptions to 
£1,500,000 of preferred and £2,500,000 deferred shares. 
The company is formed to enable the Alabama 
Great Southern to construct the New Orleans & North- 
eastern Railroad from Meridian to New Orleans, about 200 
miles; to acquire control of the Vicksburg & Meridian Rail- 
road, 140 miles; and to acquire and complete the Vicksburg, 
Shreveport & Pacific Railroad, 189 miles long, from Vicks- 
burg to the Texas line, of which 73 miles from Vicksburg to 
Monroe and 20 miles from Shreveport to the Texas line 
(leased to the Texas & Pacific) are completed. This would 
give the Alabama Great Southern an air line from 
Chattanooga to New Orleans, joined about the middle 
of its length by another east-and-west air line from 
Meridian west to the Texas border. The new road 
proposed is through thivly-peopled country, and all the 
old road hasa very thin traffic; but the whole would give 
very direct routes for through traffic from the Texas & 
Pacific east and from New Orleans northeast. The latter 
traffic is quits light; the former has yet to be developed, and 
may or may not go east and northeast via Vicksburg. As it 
is controlled by parties who have a road of their 
own from its eastern terminus to St. Louis and Mempbis, 
it is doubtful whether the proposed road will get much 
Texas & Pacific traffic when it is built. The advertisements 
offerrea the preferred stock at par, with a share of common 
stock thrown in with every share of preferred. It is to be 
said for the proposed new lines that they will bave a wide 
belt of territory in whic’ there will be no competition for the 
local traffic. 


WEST-BOUND RaTEs, it seems by the report of a mecting 
held at Mr. Fink’s office last Saturday, have been somewhat 
disturbed of late, and in these times this causes wonder and 
dismay, though but a short time ago it was almost an every- 
day occurrence. The machinery for maintaining west- 
bound rates, or rather for distributing west-bound traffic, 
is so complete that it will be difficult not to believe that any 
who may cut the rates deliberately prefer lower rates. At 
the meeting the question of making a regular reduction in 
west-bound rates was proposed for discussion—a movement 
which would be wholly irrational. West-bound rates 
are very low; nowhere else in the world is valuable 
merchandise, such as most of the west-bound freight 
consists of, carried at rates nearly as low. If the 
railroads have anything to spare from their profits, 
there is plenty of room for reductions where lower rates 
would stimulate traffic, as on east-bound through and es- 
pecially on local traffic. The report of the meeting inci- 
dentally gives the amounts above and below their allotted 
percentages which each of the trunk lines has taken out of 
New York. It willbe seen that the greatest of these is com- 
paratively trifling. The Baltimore & Ohio is less than 6,000 
tons behind, and 6,000 tons is about two days’ shipments 
from New York. No other road bas yet varied so much 
from its allotted share, and we understand that this result 
has been reached with very few transfers from one road to 
another, though the pool has now been in operation just four 
years; and, we believe, with the greatest satisfaction to every 
one of its members. 





Mexico, thus early in its railroad history, has the unenvi- 
able distinction of the most deadly railroad accident. The 
falling of the bridge on the recently opened Morelos Rail- 
road is reported to have killed 247 persons, 205 of whom 
were soldiers. The most deadly of accidents hereto- 
fore, we believe, was that at Richelieu Bridge, on the 
Grand Trunk, in 1864, when 86 were killed, the Ash. 
tabula accident having killed about 80. The railroad 
on which this accident occurred was not one of the 
lines which American companies are building, but a local 
road constructed, it is said, by Mexican engineers. Possibly 
the accident may not reflect upon the constructors, as the 
bridge which broke down under the train is said to have had 
its foundations washed out by an extraordinary flood; and 
one report says that the engineer of the train was forced 
by the officer commanding the troops to cross the 
bridge, against his will, which indicates that the unsafe 
condition of the bridge was suspected. At this distance: 
however, it is impussible yet to get a sufficiently definite 
statement of the facts to base a judgment upon. 

The event will probably have a bad effect on the disposi- 
tion of the large ignorant and superstitious element of the 
Mexican people which before was opposed to railroads, and 
it will very likely for some time lessen travel over the roads; 
though itis to be said that this element was not likely to 
travel much, having no money and few desires. 





CANAL SHIPMENTS during the week ending, June 22 
were 267,871 tons this year against 265,908 last; but the tolls 
were only $32,160, against $50,863. There was a very 
large increase in the shipments of lumber, which amounted 
to about 81,000 tons, or 30 per cent. of the whole, and an 
immense decrease in grain—52,241 tons against 108,593 
last year, or less than half as much this year. It is not 
often that the lumber shipments exceed the grain shipments. 
The week was mostly within the period that rail rates have 
been lowest. The other largest item iscoal, of which 62,700 
tons were shipped this year, against 31,498 last 
year. Iron ore follows, with a slight decrease from last 
year, to 16,649 tons. In manufactured iron there is a very 
great increase, except in pig, including pig there is an in- 
crease from 9,188 to 14,798 tons—a vast increase in blooms 
and unnamed kinds, but only a moderate one in rails. Of 
sugar, molasses, coffee, domestic woolens and cottons (for 
which the railroads compete strongly) 4,982 tons were 
shipped this year against 3,058 last. 








Since the opening of navigation the averages per day 
have been 33,325 tons, 46,877 boat-miles, and $3,802 of 
tolls, against 28,630 tons, 47,469 boat-miles and $5,091 of 
tolls. Owing partly to this, and partly to the later open- 
ing, the amount of tolls received so far is nearly 60 per 
cent. less than last year. 

Crop REPORTS now made include the beginning of the 
winter wheat harvest in Kentucky, Southern Ohio, and 
Illinois and Kausas, In Ohio the crop is reported to have 
done well since winter, and to promise well. In Illinois 
elaborate and minute reports to the Chicago Tribune show 
what had been reported before, namely, a great decrease 
compared witb last year, though the harvest ‘weather has 
been favorable. Harvesting has begun only in the southern 
part of that state. In Kansas the yield is good, and there 
will be a great increase over the bad harvest of last year. 
Contradicting all previous reports comes the announcement 
of the national Department of Agriculture of the condition 
of winter wheat in Illinois on the first of June. fore- 
shadowing a yield very nearly as great as the extraordinary 
one of last year. The data from which this estimate is 
made we have not seen, but those collected by local authori- 
ties have been so numerous and so uniform that it seems 
impossible that the reverse should be true. 

Reports of the growing spring wheat crop in iowa, Min- 
nesota and Dakota are generally favorable, and there has 
not yet happened anything to prevent a very large yield. 





rates, The railroads, by the way, before the great reduc- 
tion of the rates week before last, had been carrying a much 
larger proportion of the grain from Buffalo than last year, 
having from the time of the opening of the canal to June 17 
carried 43.7 per ceut. of the total Buffalo shipments this 
year, against 37 per cent. last yeags-an average of 222,000 
bushels a day this year against 11-,000 last. But the 
15-cent. rate from Chicago has stimulated rail shipments, 
as will be seen by the following comparison of the average 
daily shipments by canal and by railand by canal during 
the 30 days from the opening to June 17 (when rail rates 
were 30, 25 and 20 cents), with those of the week ending 
June 17, during which the 15-cent rate prevailed: 
To June 17. Since June 17. 
ss Sas cnnicumitndbew whikaeal 224,758 198,071 
PEG iittné-60qesceadt aicksns cnwene 2,008 305,243 
In the first period the railroads carried 49.7 per cent. of 
th2 whole; in the last, 60.6 per cent., the total in the last 
week being much above the average. 









THE SOUTHWESTERN ASSOCIATION RoapDs have been 
cutting rates on through shipments from the East to Missouri 
River points. At the meeting June 15 it was agreed that 


in case any road refused to make good the bal- 
ances due to other roads in the Association, or to 
turn over freight in accordance with the Com- 
missioner’s instructions, the roads’ should look 


out for themselves so far as that traffic is concerned, though 
another meeting was appointed for July 6 to attempt to 
come to an agreement. Traffic has been crowding the roads 
in the Association, and we believe that rates, with this ex- 
ception, have been maintained ; and this through traffic 
from the East is an inconsiderable amount. 








THE STANDARD AXLE, JOURNAL-BEARING, JOURNAL- 
Box AND PEDESTAL, as adopted by the Master Car-Build- 
ers’ and Master Mechanics’ associations, are figured in large 
drawings accompanying this number of the Railroad 
Gazette, in a form to be practically useful in 
the shops. The axle was adopted some years ago, 
the journal-bearing, box and pedestal at the con- 
ventions which met week before last. They are given 
together for the convenience of those who have to use these 
standards, and as an illustration of the beginning that has 
been made in the adoption of uniform standards of the essen- 
tial parts of cars in this country. 





FREE PassEs were the subject of discussion by the Brook- 
lyn Board of Aldermen this week, one of that body having 
actually offered a resolution providing that Aldermen should 
not accept passes, and, strange to say, there were four votes 
in favor of the resulution—15 against. A city council is 
about the last place to look for reform of this kind, and 
the wonder is that it was ever proposed in one. 


@Oeneral Railroad Mews. 
MEETINGS AND ANNOUNCEMENTS. 
Meetings. 

Meetings will be held as follows: : ; 
Wabash, St. Louis & Pacific, adjourned special meeting 
at the office in St. Louis, July 20. Transfer books close 

June 30. 
East Tennessee, Virginia & Georgia, special meeting, in 
Knoxville, Tenn., July 20, at noon. 


Dividends. 


Dividends have been declared as follows : 

Delaware. Lackawanna & Western, 14¢ per cent., quar- 
terly, payable July 20. Transfer books closed June 30. 

Lake Shore & Michigan per aap ted g cent., quarterly , 
payable Aug. 1. Transfer books cl June 30. 

Michigan Central, 1 per cent., quarterly, payable Aug. 1, 
Transfer books closed June 30. 

Chicago, Rock Island £ Pacific, 1% i per cent., quarterly, 
payable Aug. 1. Transfer books close June 30. 

Wereester dé Nashua, 11% per cent., semi-annual, payable 
July 1. 

Concord & Portsmouth (leased to Concord Company), 31¢ 
per cent., —— pa: v7 June a : 

Pittsburgh, Ft. Wayne icago, 134 per cent., quar- 
terly, on qpoctal sunduntint stock, payable July 1; also 134 
per cent., quarterly, on regular stock, payable July 5, 











Woodruff Sieeping @& Parlor Coach Co., 114 per cent., 
quarterly, payable July 1. 


Foreclosure Sales. 

The Adirondack road isto be ¢old in Saratoga, N. Y., 
Sept. 15, uoder a decree of the New York Supreme Court. 
The road is completed from Saratoga to North Creek, 58 
miles, and was intended to run to Lake Ontario. The com- 
pany also owns about 70U,000 acres of land in the Adiron- 
dack Region in Northern New York. The Referee’s report 
in the case fixes the amount of the bonds and unpaid interest 
now due at $9,763,666. The company’s property has been 
in the hands of a receiver for seven years. 











ELECTIONS AND APPOINTMENTS. 


California Central.—The officers and directors of this 
new company are: W. W. Walker, President; Lyman 
Bridges, First Vice-President, Chief Engineer and General 
Superintendent; A. H. Washburn, Second Vice-President; 
P. W. Johnson, Secretary and Treasurer; Lloyd, Newlands 
& Wood, solicitors. Office in San Francisco. 


_ Chester, Iron Mountain & Western.—The directors of this 
new company have elected offizers as follows: President, J. 
Wyman Jones, New York; Vice-President, Caarles B. Cole, 
Chester, Ill.; Secretary, Newton Crane, St. Louis. 


Chicago d& South Atlantic.—The United States Circuit 
Court at Indianapolis has appointed Charles 8. Pope Re- 
ceiver of the property of this company. 


Chippewa Valley & Lake Superior.—The directors of this 
new company are: Wm. Wilson, Menominee, Wis.; W. A. 
Rust, Daniel Shaw, Eau Claire, Wis.; John W. Cary, Jobn 
Johnston, Milwaukee, Wis.; J. C. Easton. (. F. Easton, 
Lanesboro, Mian, Tie offissrs are: President, J. C. Easton; 
Secretary, L. F. Easton; Treasurer, John Johnston. 


Connecticut River.—The following notice from Superin- 
tendent J. Mulligan is dated Soringfield, Mass., July 1: 

* On aud after this date, remittances of amounts due this 
company should be sent to Seth Hunt, Treasurer. All drafts 
for traffic balances should be made on Geo. E. Frink, 
Cashier. All stat»ments of accounts, reports of ticket sales 
and car mileage should be sent to D. B. Hunt, General Ac- 
countant.” 


Connecting Terminal Railroad, of Buffalo.—The officers 
of this new company are: President, Frank J. Firth ; Sec- 
retary, A. D. Hepburn; Treasurer, James 8. Swartz. Mr. 
Firth is President of the Erie & Western Transportation 
Company. 


Cumberiand & Ohio, Southern Division.—This company 
bas re-eiected ali its old officers, as follows: President, E. I 
Hobson, Greensburg, Ky.: Secretary, John McCord, Leba- 
non, Ky.; Treasurer, N.S. Ray, Lebanon, Ky. The road is 
worked by the Louisvilie & Nashville. _ 


Ft. Wayne & Terre Haute.—At the annual meeting in Ft. 
Wayne, Ind., last week, the old board was re-elected, and 
afterwards re-elected Edwin Evans, President ; Thomas 
B. Hedekin, Vice-President ; W. H. Jones, Secretary ; F. H. 
Wolke, Treasurer. 


Herkimer, Newport d& Poland.—At the annual meeting in 
Herkimer, N. Y., June 28, the following directors were 
chosen: ‘T. W. Spencer, 8. R. Millington, W. A. Brayton, 
John Hemstreet, H. G. Burlingame, H. W. Dexter, T. E. 
Merritt, E. M. Burns, W. W. Mosher, G. H. Thomas, J. W. 
Vrooman, William Smith, Warner Miller. At a subsequent 
meeting of the board officers were elected as follows : T. W. 
Spencer, President: R. 8. Millington, Vice-President ; 
George H. Thomas, Treasurer ; T. E. Merritt, Secretary. 


Hopkinton.—This company has elected officers as follows: 
President, E. Thompson; Clerk, C. W. Ciaflin; Treasurer, J. 
A. Woodbury. The road is leased to the Providence & 
Worcester Company. 


Joint Executive Committee Board of Arbitration.—Com- 
missioner Fink has issued the following circular: ‘ The ap- 
pointment of the members of the Board of Arbitration ex- 
pired by limitation on May 30, 1881, and, as the presidents 
ot the trunk lines, for themselves and their connections 
which they control, represent the largest interest upon the 
Joint Executive Committee, | deemed*it proper to submit the 
question of re-appointment of a Board of Arbitration to the 
trunk line presidents before submitting the same to a vote of 
the joint Eescutive Committee. Owing to the absence of 
Mr. Vanderbilt this could not be dove before the meeting of 
the trunk lire presidents on the i6th inst., when it was 
unanimously agreed by the Presidents that the Hon. Charks 
Francis Adams, and Messrs. David A. Wells and Jobn A. 
Wright be appointed arbitrators for the ensuing year ending 
May 30, 1882. 

“This action is now submitted to the vote of the other 
members of the Joint Executive Committee. Please send 
your vote in one of the copies of this circular, and return 
the same to this office.” 


Keokuk & Hamilton Bridge.—At the annual meeting in 
Keokuk, la., last week, the following directors were chosen : 
Andrew Carnegie, D. Stewart, A. G. Agnew, James F. 
Secor, Wm. W. Spickman, Geo. J. Forrest, Wm. Paton, H. 
A. Johnson, Theodore Gilman. 


Midland, of Canada,—Mr. Charles Blackwell has been 
appointed Chief Engineer, and will have his headquarters at 
Peterboro, Ont. He was formerly in the service of the 
Dominion government on the Canadian Pacific road and on 
the government canals. 


Missouri Pacific.—Mr. R. 8. Hayes has been chosen First 
Vice-President, with office in St. Louis. He has been for 
some time President of the International & Great Northern, 
and was lately chosen Vice-President of the Texas & Pacific. 
He is now the First Vice-President of all the Gould south- 
western lines. 

Missouri Pacific in Nebraska.—This new company bas 
elected A. A. Talmage, Pr sident; Thomas J. Porter, Vice- 
President; J. B. Drake, Secretary and Treasurer, 


New Mexico d& Arizona.—The officers of this company 
are: President, Henry 8. Waldo, Santa Fe, N. M.; Vice- 
President, E. B. Pomeroy, Tucson, Ari.; Secretary, Hugh 
Farley, Tucson, Ari.; Treasurer, A. A. Robinson, Las Vegas, 
N. M. The company is controlled by the Atchison, Topeka 
& Santa Fe. ; 

Oregon Transcontinental Co.—Mr. Henry Villard is Presi- 
dent of this new company, and Thomas F. Oakes, Vice- 
President. 

Pennsylvania,—Mr. Wm. H. Frailey bas been chosen As- 
sistant Treasurer. ‘The office has been vacant some time. 
Mr. Frailey has been for several years Cashier of the Empire 
Line. 


Rensselaer & Saratoga.—At the annual meeting recently 
the following directors were chosen: George H. Cramer, 
James Forsyth, Joseph W. Fuller, E. Thompson Gale, Wm. 
H. Hart, H. C,’ Lockwood, Wm. A, Shepherd, C. W. Tilling- 
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hast, J. H. H. Warren, Joseph M. Warren, Troy, N. Y.; 
Isaac V. Baker, Comstock’s Landing, N. Y.; Ira C. Allen, 
Fair Haven, Vt.: Thomas Dickson, Scranton, Pa. The 
board elected George H. Cramer President; Joseph M. 
Warren, Vice-President. The road is leased to the Dela- 
ware & Hudson Canal Company. 


Richmond, Allegheny & Oh‘o Central.—The directors of 
this company (formed by consolidation of the Ohio Central, 
the Atlantic & Northwestern and the Richmond & Alle- 
poeny) are: Calvin 8. Brice, Lima, O.; Samuel Thomas, Co- 
umbus, O.; Daniel P. Eels, George T. Stone, Cleveland, O.: 
Joseph S. Miller, Wheeling, W. Va.; Henry ©. Parsons, 
Charles E. Wortham, Richmond, Va.; William H. Barnum, 
Lime Rock, Conn.; Joseph H. Gray, Boston: Francis O. 
French, Samuel Shethar, George I. Seney, New York. 


Y.: 


St. Louis & Cairo.—This company, organized to succeed 
the Cairo & St. Louis, has dectel | Ww F. Whitehouse Presi- 
dent ; L. M. Johnson, Vice-President. Mr. Johnson is now 
General Manager of the road under the Receiver. 


St. Louis, Iron Mountain & Southern.—Myr. R. S. Hayes 
has been chosen First Vice-President. He holds the same 
position on the Texas & Pacific and the Missouri Pacific. 


St. Louis, Newton & Northwestern.—The officers of this 
new company are: President, David Ryan; Secretary, S. C. 
Cook. Office in Newton, Iowa. 


St. Paul Union Depot.—The owvers of the Union Depot at 
St. Paul, Minn., have chosen ofticers as follows: President, 
8. S. Merrill, Chicago, Milwaukee & St. Paul; Vice-Presi- 
dent, J. J. Hill, St. Paul, Minneapolis & Manitoba; Secre- 
tary. J. D. Estabrook: Treasurer, H. B, Upham. 


Tionesta Valley.—Mr. F. A. Camp is Engineer and Sup- 
erintendent. His office is at Sheffield, Warren County, Pa. 


Toledo, Delphos & Burlington.—The following circular 
from the General Manager’s oflice is dated Toledo, June 22: 

“Mr. T. W. Lippincott is appointed General Freight 
Agent of this Company, with office at Toledo, Ohio.” 


Utah Central.—The directors of the consolidated company 
are: William Jennings, Feramorz Little, John Sharp, Salt 
Lake, Utah; William B. Doddridge, Evanston, Wy. Ter.; 
8. H. H. Clark, Omaha, Neb.; Frederick L. Ames, North 
Easton, Mass.; Frank G. Brown, Sidney Dillon, Jay Gould, 
New York. 


West Virginia Central & Pittsburgh.—The officers of this 
new company are: President, H. G. Davis, of West Virginia; 
Vice-President, S. B. Elkins, New York; Secretary and 
Treasurer, C. M. Hoult. A number of the ircorporators 
are interested in the Richbmond & Allegheny. 


PERSONAL. 


—It is reported that Gen. Jere. Rusk, of Wisconsin, will 
supersede Mr. Theophilus French as Government Commuis- 
sioner of Railroads in the Interior Department. 


—Rev. Dr. George P. Hays, for some time President of the 


Pittsburgh Southern Company. has resigned his position as 


President of Washington and Jefferson 
ton, Pa. 


—Mr. James Ross, General Superintendent of the Credit 
Valley Railway and Manager of the Victoria Railway, bas 
resigned his position on the latter road, owing to his time 
being absorbed by his duties on the Credit Valley. 


—Pittsburgh papers report that Mr. E. K. Hyndman, 
formerly General Superintendent of the Pittsburgh Division 
of the Baltimore & Ohio, and now General Manager of the 
Connellsville Coal and [ron Co., has been offered an im- 
portant position on the Wabash, St. Louis & Pacific road. 

—It is reported that Mr. Robert Garrett will be made First 
Vice-President of the Baltimore & Ohio in place of Mx. John 
K'ng, Jr. Also that Mr. M. H. Smith will be made Second 
Vice-President, in place of Mr. Keyser, and that he will also 
be Traffic Manager. The resignations of Messrs. King and 
Keyser have, however, not yet been presented—at least no 
officiai notice of such action on been made. 


sollege at, Washing- 


TRAFFIC AND EARNINGS. 
Railroad Earnings. 


Earnings for various periods are reported as follows: 
Five months ending May 31: 





° 1880. Inc. or Dec. P. c. 

Northern Central... $2,174.580 $1,796,198 I. $377,982 21.0 
Net earnings.... 858,770 545,489 I. 413.28L 758 

Pennsylvania.... . 17,746,404 16,212,596 I. 1,535,808 9.5 
Net earniags.... 7,508,413 7,081,962 D. 426,451 6.0 
Month of May: 

Pennsyivania..... $3,856,896 $3,417,915 I. $438,981 12.8 
Net earnings.... 1,688,609 1,476,851 1. 211,758 14.3 
Third week in June: 

Chi. & Eastern Lll.. $36,839 $25,742 1. $11,097 12.8 

Cbi., Mil. & St. 
ae 91.000 185,343 1. 205,657 111.0 

Chi., St. P., Minn. 

Sere 86,916 50,329 1. 36,587 72.7 
Deover& R G.... 156.842 70,335 1. 86,507 123.5 
Northern Pacific. . 98.764 58,058 I. 40.706 70.2 
St.L., I. M. & 5o.. 121,400 99,189 1. 22,21t 2:.6 
St. L. & >an. Fran. 58,300 41,700 1. 16.600 39.8 
St. P., Mino. & 

| ere 91,000 55,300 I. 35,700 64.5 

Week ending June 17: 

Great Western ... $86,973 $89,146 Db. $2,173 2.4 
Week ending June 18: 

Chi. & Gd. Trunk. $31,153 21,535 I $9,618 44.7 


Towa Passenger Classification. 
The lowa Railroad Commissioners have placed in Class A, 
maximum passenger fares allowed 8 cents per mile. the 
Chicago, Rock Island & Pacific, Chicago & Northwestern, 
Chicago, Burlington & Quincy, Burlington, Cedar Rapids 
& Northern main line and Pacific Division, Kansas City, 
St. Joseph & Council Bluffs and Wabush, St. Louis & 
Pacific. In class B, allowed to charge 315 cents per mile, 
the Sicux City & Pacific and the Des Moines & Ft. Dodge. 
All other roads are in Clas; C and can charge 4 cents 
per mile. The classification is based on gross earnings. 


Green Line Meeting. 

A meeting of the managers of the Green Line was held in 
Atlanta, June 23, and continued on the following day. Mr. 
C. H. Pkinizy, of the Georgia'road, presided, and Mr. T. E. 
Walker was Secretary. The meeting was held chiefly to 
settle the rates for car-mileage, and other questions relating 
to interchange of cars between the companies in the line. 

The meeting resulted in an agreement to pay 1°; cents 
per mile for car-mileage from October to April, and 034 cent 
per mile from April to October. The convention agreed 
upon $150 per day for detention of cars for the first five 
days, and $5 per day afterward. The new regulations of 
the convention having increased the per diem for detention, 
it is thought it will have the effect of causing cars to be 
returned to initial points with more promptness than hereto- 
fore, and therefore avoid freight blockades, 





Coal Movement. 


Coal tonnages for the week ending June 18 arereported as 
follows: } 


1881. 1880, Inerease. P.c. 
Anthracite.............. 627,453 401,434 226,019 56 3 | 
Semi-bituminous........ 101,064 $7,033 14,031 ; 
Bituminous, Penna ..... 44,744 37,845 6,899 18.2 
Coke,ienna. .... ...... 39,233 36,201 3,032 8.3 


rts 
alti- 


The Cumberland trade is improving, and there are re 
of important concessions in rates to tidewater by the 
more & Ohio road. 


Grain Movement. 


For the week ending June 18 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern ——Northwestern shipments.—— Atlantic 











receipts. Total. By rail. P.c. by rail. receipts. 

-++e-9,132,166 3,573,108 580,420 5.2 4,596,353 

. 2,621,882 2,732,441 1,035,060 38 0 2,939,202 

-. -3,886,980 4,926,760 2,198,054 44.6 5,1°8.251 
77.....2,475,641 2,881,932 776.439 26.9 2.079.976 | 
«+++ 2,635,349 2,296,402 548,255 23.8 4,159,732 I 
.. + +4,486,068 5,022,099 2,180,498 43.5 6,492,110 | 

. 5,574,703 7,539,449 1,838,864 24.3 8,236,178 
6,731,341 5,436,247 1,864,794 34.3 5,982,553 


The receipts of the Northwestern markets, though larger | 
this year than in the corresponding week of any previous | 
year, are smaller than for the two weeks next preceding. | 
The very heavy receipts last year were in the three weeks | 
ending June 5; this year they began two weeks later, and 
have already lasted three weeks: thus, beginning with the 
first week of more than $5,000,000 receipts last year, we 
have the following weekly receipts for five years: 









Week 

ending— 1878. 1879. 1880. 1881. 
May 221.... 5.929.890 6,220,796 4,751,613 
* 28... 6,556,985 8,806,172 5,779,755 
June 4.... 3,591,073 8,168,171 8,085,234 
* 11.... 2,660,004 54,2 7,320,207 
18.... 2,635,349 436, 5,574,703 6,731,341 
‘ @.... 3,851,821 4,268,973 <8 Se 
July 2.... 3,°06,566 3,779,676 Shy. ee ae 


In no year has so much as 5,000,000 bushels ever been re- 
ceived in a week before-the middle of May, but very soon 
after tbat the heaviest receipts had before harvest begin. 
In 1878 these heaviest recipts- were in the first and second 
weeks of this period, in 1879 in the second and third, in 
1880 in the first, second and third, and this year in the third, 
fourth and fifth—this year later than usual, doubtless on 
account of the late opening of spring, and i he pre-occupation 
of the farmers in putting in crops. The large receipts of 
this year, it appears, have been not quite so heavy as those 
of last year, the best three weeks then aggregated 23, 195,000 
bushels, this year, 22,137,000. 

The shipments of the Northwestern markets (in spite of 
lower rates and railroad wars) were i2 per cent. less than 
the week before, with one exception the smallest for five 
weeks, and 40 per cent. less than in the corresponding week 
of Jast year. The rail shipments, however, were larger than 
in two previous weeks, and have been axceeded but once in the 
seven weeks since navigation opened. They were not, how- 
ever, very large—but slightly above the average last year, 
when the 30 cent rate was pretty well maintained, but when 
lake and canal rates were much higher than now. Besides | 
the rail shipments, 339,149 bushels, or 6.2 per cent. of the 
whole, went down the Mississippi. 

The receipts of the Atlantic ports were a little larger than | 
the week before, but much smaller than for three weeks be- | 
fore that, and 27} per cent. less than in the corresponding | 
week of last year. : 

Of the Northwestern receipts of the last week this year | 
Ch'cago had 54.7 per cent., St. Louis 18.3, Milwaukee 8.5, | 
Toledo 8.2, Peoria 8.0, Detroit 1.2, and Cleveland 1.1 per | 
cent. The percentages are not much different from those of ' 
the previous week. St. Louis receipts are about as large as at! 
any time this year, but not so large a proportion of the| 
whole as before lake navigation opened. | 

Of the Atlaotic receipts New York had 49.1 per cent.,; 
Boston 13.3, Baltimore 10.9, Montreal 10.6, New Orleans | 
10.2, Philadeiphia 5.8, and Portland 0.1 per cent. The New} 
York receipts are about the same as the week before, but the | 
Boston receipts are nearly a third larger and are much the 
largest it bas had this year, which will probably be charged 
to cutting by the Grand Trunk at Chicago, which has been 
making up the percentage which it could not carry last, 
winter. The Montreal receipts are also the largest of the | 
year and two-tbirds more than the week before; but there is | 
a large decrease at Philadelphia, and a considerable one at | 
Baltimore. New Orleans has large receipts, and much | 
larger ones than it usually has at this time of year. 

Exports from Atlantic ports for five successive weeks 
have been : ; | 





—_-— -—— Week ending .—— 
June 22, 


June 15. June 8. June 1. - | 

59,015 87.677 $9,679 73,573 91,901 | 
3,427,710 4,039,736 4,551,310 5,949,131 3,280,568 | 

The exports are much lighter than at this time last year. | 
For the eight weeks ending June 22, the grain exports are | 
nearly 12,800,000 bushels, or 30 per cent. less, and there is | 
even a decrease in the flour exports, which hitherto have | 
been very much larger than last year. | 

Receipts and shipments at Chicago and 
week ending June 24 were: 


— = | 
May 25. | 
Flour, bbls. 
Grain, bush. 


Milwaukee for the | 


———-Receipts.-——- - -——Shipments,——— | 

1881. 1880. 1881. 1880. | 

Chivcago......... 4.285.857 2,805,778 4,310,717 5,800,287 | 
Milwaukee....... 542,832 331,960 658,889 455,858 


| 
| 
Receipts this year are thus 47 per cent. larger at Chicago | 
and 64 per cent. larger at Milwaukee than last year; ship- | 
ments are 26 per cent. less at Chicago and 45 per cent. | 
larger at Milwaukee. The whole movement at these places | 
is very large. | 
Receipts and shipments at Buffalo in this week ending June 
24 were: 








—-—- Receipts. — -- ——~—Shipments.—-— | 

1881. 1880. 1881. 1880. | 

By water........ 2,881,000 3,549,615 1,386,500 2,915,760 | 

BP UR sac vans eae 1,648,800 876,200 2,136,700 1,849,195 | 
Total. ...... 3,929,800 4,425,815 3,523,200 


4,764,955 | 


Of the receipts, 26.7 per cent. this year were by rail, | 
against 19 8 last year; and of the shipments 60.7 per cent. | 
were by rail this year, against 39 per cent. last year. The} 
full effect of the low rail rates was not fully felt on lake re- | 
ceipts that week, but it was on canal shipments. 

Since the opening of navigation receipts and shipments at | 
Buffalo have been: 














- -Receipts. ——— ———-Shipments.-——— 
1880. 1880. 1880 
By water... 16,173,200 32,669,632 8, 129,240 
By rail...... 3656100 8672473 8.796.940 
Total ..... 19,829,300 41,342,105 16,926,180 34,572,489 


1/ not begin until April 8, against May 8 this year. 


| largest in the United States. 
. | ft. wide and its height is 16 ft., while the roller table at- 
21,681,605 | tached to it is 22 ft. wide. It is designed to cut steel blocms 


| first lake receipts were May 11 this year and March 20 last; 


the first canal shipments were May 19 this year and April 20 
last. Only shipments from Lake Erie ports (which are in- 
considerable) reached the portas early as March 20 last year; 
the large receipts, counting from Lake Michigan ports, Ss 
: e 
average daily shipments by canal were 219,709 bushels this 
year, against 328,509 last year. 
Receipts at four Eastern ports for the same week end- 
ing June 24 were : 


Balti- 

New York. Boston. Philadelphia. more. 
Se are 3,102,778 491,838 345.700 952.745 
ree 4,366,382 632,075 1,924,485 1,067,440 


The grain shipped after the rail rates were reduced to 15 
cents per 100 Ibs, had not had time to reach the seaboard in 
this week. Of the New York receipts, however, 2,088,179 
bushels, or 67 per cent., were by rail—an extraordinarily 
large proportion. 


THE SCRAP HEAP. 
Locomotive Building. 

The Central Railroad of New Jersey has just received four 
new passenger engines from the Baldwin Locomotive Works 
for its heavy summer passenger traffic. Twoof them have 

8 by 24in. cylinders and the other two 19 by 24 in.;in 

other respects the engines are alike. The driving wheels are 
5 ft. 8 in. diameter and spread 7 ft. 6 in. apart. The boilers 
are 52 in. diameter next to the smoke-box. The fire-box is 
10 ft. 6 in. long by 3 ft. 7% in. wide, and is placed on top of 
the frames. The boilers have 200 tubes 2 in. in diameter and 
11 ft. 444 in. long. The tank holds 3,500 gallons of water. 

H. K. Porter & Co., of Pittsburgh, have four new loco- 
motives nearly ready for shipment. They have a number 
of orders on hend and their shops are full of work. 

The Schenectady Locomotive Works, Schenectady, N. Y., 
have a full force and are working overtime. 

Car Notes. 

The New England Car Co. has declared its first semi- 
annual dividend of 5 per cent., payable July 1 at the office 
in Boston. 

The Indianapolis, Peru & Chicago shops in Indianapolis 
have just completed two handsome passenger cars for the 
road. 

The Missouri Car & Foundry Co., in St. Louis, is just com- 
jleting an order for 350 freight cars for the Atchison, 
opeka & Santa Fe road. 

he Bass Foundry & Machine Works, at Ft. Wayne, Ind., 
are building a new machine shop 70 by 230 feet., two stories 
high. The old machine shop is to be made a hammer shop, 
where car axles and other car forgings will be made. 

The Philadelphia, Wilmington & Baltimore shups in Wil- 
mington, Del., have just finished four new passenger cars for 
the road. 

Bridge Notes. 

Mr. M. Sykes, of Franklin Furnace, N. J., has a contract 
for several bridges on the New York, Susquehanna & West- 
ern (late Midland) extension from Ogdensburg, N. J., to the 
Water Gap. 

The Keystone Bridge Co. employs about 400 men at its 
works in Pittsburgh, and is running part of its shops over- 
time to keep up with its orders. 


Iron and Manufacturing Notes. 

The office and factory of George J. Burkhardt’s Sons, 
makers of railroad water tanks, vats, etc., have been re- 
moved to North Broad street below Cambria, near German- 
town Junction, in Philadelphia. 

It is proposed to build new Bessemer steel works in or 
near Scranton, Pa. A new company isto be formed, and 
the location of the works will not be decided until after the 
organization is completed. 

The property of the Lehigh Zinc Co., in South Bethlehem, 
Pa.,has been sold to R. J. & C. A. Hecksher. They will 
start up the zine works and will build two or three blast fur- 
naces to make spiegeleisen. 

Blackmer & Post, of St. Louis, have an order from the 
Pacific Railway Improvement Company for three car-loads 
of 21-in. culvert pipe for use on the extension of the Texas & 
Pacific road. They have already furnished for this road <0 
car-loads of 21 and 24-in pipe. 

The Cleveland Forge & Iron Co., in Cleveland, O., is 
about to add six new steam hammers to the ten now in use ; 
also machinery for finishing heavy work. : 

Matilda Furnace, in Mifflin County, Pa., has gone out of 
blast after a short run. 

The Cuyahoga Works, Cleveland, have just shipped one 
of their larger class steam helve hammers to the New 
Albany Forge, at New Albany, Ind. Thesteam cylinder is 
32-in. bore, and the hammer and anvil block weigh 68,000 
lbs.—Cleveland Trade Review. 

Quinnimont Furnace, at Qumnimont, W. Va., has gone out 
of blast for repairs and reliuing, after a run of 31 months, 
during which it turned out about 25,000 tons of iron. 

The Nashua Iron & Steel Co., at Nashua, N. H., recently 
cast a steel ingot 19 ft. long and 29 in. diameter, weigbing 
27.000 Ibs. It is to be hammered into a steamboat shaft. 

The following list is believed to include all the furnaces 
that have recently stopped inthe eastern part of Pennsyl- 
vavia. In the Lehigh Region three stacks of the Allentown 


| Iron Co. have been blown out, two of the Crane Iron Co., 


and one each of the following: Saucon Iron Co., Coplay Iron 
Co., Edgehill Iron Co., Glendon Iron Co. (rebuilding), Ma- 
cungle [ron Co. (repairing). In the Schuykill Region the 
following, one stack each : Leesport Furnace Co, (chilled), 
J. B. Moorhead & Co. (relining), J. & J. Wistar, Garretson 
& Co. (failed), Reading Iron Works and Clymer & Co. In 
addition to these, the Chickies Iron Co., in the Susquehanna 
Region; the Rockhiil Iron & Coal Co., and Peacock & 
Thomas, in the Juniata Region, and the Port Oram Furnace 
Co., in Northern New Jersey, have each blown out one 
stack, the last because the company, an association of New 
York merchants, intend to quit the business. On the other 
hand, two or three furnaces have recently been religbted, 
among them the Monocacy Furnace, in tbe Schuylkill 
Region.—Jron Age. 

he furnace of the Hudson River Iron Co., at Pough- 
keepsie, N. Y., has been sold to the Poughkeepsie Iron & 
Steel Co., a new organization, and will soon be put in blast. 

The North Chicago Rolling Mill Co. is having a new rail 
mill and blooming tables built by the Hercules Iron Works 
in Chicago. 

There was recently put in the blooming mill of the Sie- 
mens-Anderson Steel Works a new 70-ton vertical shear, 
made by Cavitt & McKnight, this city. It is said to be the 
The body of the shear is 91g 


12,890,884 |8 by 8in., or plates 36 in. by 4in. hot. It does the work 


with the greatest ease and nicety, and one day last week it 
was in operation cutting blooms 7 by 11 in.—Pittsburgh 


In this period 18.4 per cent. of the receipts this year and| American Manufacturer. 


21 per cent. last year were by rail; and 52 per cent. of the 


The wire mill of Stewart & Co., in Easton, Pa., lately de- 


shipments this year against 37.3 last year were by rail. The | stroyed by fire, will be rebuilt at once, 
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The Iron & Steel Association of Virginia, an organization 
composed chiefly of English capitalists, has bought the Cali- 
fornia ani Mount Hope iron estates near Goshen, Va., on the 
Chesapeake & Ohio road. Two blast furnaces will be built 
at once, and will be connected with the Chesapeake & Ohio 
road by a short branch railroad. 

The Western icon mills are at present unsettled, owing to 
a number of smali strikes at various points. This uncer- 


tainty has benefited Pittsbuagh iron makers to some ex- | bi 


tent. 
The Rail Market. 


Of steel rails the Iron Age says: ‘‘The market is active 
but unsettled. Some who are in need of immediate deliver- 
ies have been compelled to pay a slight advance—say, $62 to 
$62.50; others, whose requirements are less urgent, have 
Eaese orders at $60, and so on down to $55 for distant de- 
iveries. in some influential quarters there isa disposition 
to hold off entirely, in the expectation of lower prices be- 
fore spring. I[t is said that $50 is the limit with several 
leading roads, and in view of rapid developments and in- 
creasing facilities, it is not improbable that winter rates may 
be reduced to that figure or near to it. Nothing new in for- 
eign rails, although with higher freights sellers ask a slight 
advance in recent quotations—say $61 to $62.50, accordin 
to date of shipment and port of delivery. Sales of 35, 
tons have been made since last week, in three lots, for shi 
ment to Southern ports, at rates showing an advance of 25 
to 50 cents per ton.” 

Iron rails are unchan at $46.50 to $52 per ton at mill, 
according to section. ‘The mills are all pretty full for some 
three months ahead. 

Old iron rails are irregular, but a little higher. Quota- 
tions are $25.50 to $27 per ton in Philadelphia. 


British Rail Exports. 


Ex vorts of steel and iron rails from Great Britain in the 
month of May and the five months ending with May for 
three successive years have been : 


To all countries: 








———---—-May.—--—— ——-Five munths.-——— 

1879. 1880. 1881. 1879. 1880. 1881. 
Iron’... ... . 3,743 8,764 18,661 18,004 58,364 60,173 
Steel ..."").143'908 53,499 79,662 136.074 225.341 258.033 
eee 47,651 62,263 98,323 154,078 283,705 318,206 
To United States: 
Iron ........ 6,305. 17.206 301 45,099 54,469 
Steel.......) 1,720 22/968 221638 2,598 471565 71,664 











29,273 39,844 2,899 92,664 126,133 
The total exports in May were nearly 60 per cent. greater 
this year than last, and the exports to the United States 
one-third greater. For the five months the increase in ex- 
ports to this country was 33,469 tons, or 36 per cent., and 
the total this year was sufficient to lay 1,320 miles of track 
with 56 Ibs. rails. Nearly the whole of the increase in 
British rail exports this year has gone to the United States 
(33,469 out of 34,501 tons), The greater part (57 per cent.) 
of our takings this year are steel rails; last year we took 
about as much iron as steel. There are very large quanti- 
ties to arrive, 1t is reported, and as the capacity of nearly 
all American works has greatly increased, and all are work- 
ing to their full capacity, there will be rails enough to lay 
considerably more than the vast mileage that we built last 
year. 
Ventilating the St. Louis Tunnel. 


The annual report of the St. Louis Bridge Company has 
the following in regard to the ventilation of the tunnel 
which forms part of the western approach to the bridge : 

**The increasing number of trains passing through the 
tunnel has rendered its ventilation a serious question, as the 
peculiar arrangement of grades and lateral archways 
makes it almost impossible for natural ventilation to take 
place. For some months past it has been almost impossible 
to keep the track gangs long enough in the tunnel to properly 
repair the track; and, in addition, the at quantity of 
smoke pouring out of the openings at St. Charles and Second 
streets has caused us to be threatened with numerous 
damage suits on account of this nuisance. Tiere remained, 
therefore, but one course to pursue, to put up a shaft and 
mechanical ventilator, to thorougbly exhaust the gases 
from the tunnel, and to discharge them at a sufficient height 
not to annoy the public. 

**Col. C. Shaler Smith has devoted a great deal of time 
and attention to this problem, and the very ingenious plan 
devised by him is now in the course of being carried out. 
The requisite property has been condemned and acquired, 
and the iron for the chimney (which is of boiler plate, and 
will be 15 ft. in diameter and 125 ft. high), is now on the 
ground, and the erection has begun. A 120-horse-power 
engine is under construction, and a preumatic screw, having 
a capacity of 400,000 cubic feet of air per minute, will be 
niga: in the base of the shaft and worked by this engine. 

'o enable the repair gangs to work continuously in the tun- 
nel, and to silence the complaints made as to the smoke at 
Main and Second street bridges, a small air screw on the 
same principle as the large one has been put up at the St. 
Charles street opening, and is now exhausting the gases at 
the rate of 30,000 cubic feet per minute. The effect of this 
small model, which is only 4 ft. in diameter, leaves no doubt 
as to the success of the large screw when it shall be placed 
in position. Room is being prepared in the engine-house for 
a 16-light electric machine, should it be considered advisable 
to light the tunnel in this manner. No extra power will be 
needed, as the engine ordered will be of sufficient capacity 
for both fan and electric light.” 


He Provided for Railroad Accidents. 


Tev minutes after the Marquette train had pulled out of 
the depot yesterday noon, a young man witha grab-bag in 
his hand and a cigar in his mouth sauntered in as if he had 
half an hour to spare. After walking up and down for about 
five minutes he stopped at the ticket window and asked : 

** Has the Flint train gone yet ?”’ 

‘*Yes ; a quarter of an hour ago.” 

“ The deuce ! Why, I was to go on that train.” 

‘* Well, you didn’t.” 

* And I can’t get there ”” 

‘** Perhaps you could hire a locomotive.” 

** Ah, perhaps I could. Tl finish my smoke and go see 
about it.” 

After the end of the cigar had been reduced until the fire 
warmed bis nose, the young man went up stairs and said to 
the Superintendent : 

‘*Could you, ah, for about five or six dollars, ah, give me a 
locomotive as far as Flint, ah ?” 

‘*No, sir.” 

““Ah, youcan’t? Well, that’s badish. I was to have been 
married at 6 o’clock this evening. I might say seven dollars 
for a locomotive.” 

‘And you might say seven times that.” 

‘*Couldn’t do it—’pon honor I couldn’t, though I'll go down 
and smoke another cigar, and perhaps make you another 
offer after a time.” 

He ht another cigar and paced up and down, and all at 
once began hunting his pockets. He soon pulled out a note- 


book, and after running over the leaves, he approached the 
ticket seller and said: 

**T found that I am saved.” 

“* How ?” 
™** Here it is, just as I wrote it down last fall : ‘Mem.—The 
said party of the first part (which is me) agrees to wed the 
said party of the second part (which is Helen) on the 
evening of —— 4, provided that blizzards, floods, broken 
ridges, railroad delays, or other acts of Providence per- 
mit.’ ” 

** And she has no grounds for breach of promise ?” 

“Can't see any.” 

“Nor I. My conscience tells me that I ought to offer 
about nine for a locomotive to run me up there, and if it is 
refused, I'll go back to the hotel and take things easy till 
er Are you married ?” 

“ oO. 9 

** Going to be ?” 

‘*1—I expect so.” 

‘* Make a mem. of it, and give Providence plenty of lati- 
tude for delays. It’s not only business, but you’ve got ’em 
tight asa wedge. Mem. it right down in black and white 
and if they talk sassy show ’em the door. Bye-bye, old 
fellow—see you later.”—Detroit Free Press. 


Fast Time Thirty Years Ago. 


It is thought pretty fast time is now made on the Boston 
& Albany and Seatien (New York, New Haven & Hart- 
ford) sallvenda, but as long ago as 1849 a special engine 
carrying President Taylor’s annual message to Congress to 
the Boston Herald nade the run from New Haven to this 
city in two hours and 15 minutes, and was delayed half an 
hour at Meriden, while the trip from here to ton was 
made in two hours and 44 minutes, actual running time. 
This is about the same time as made by the limited New 
York express now, with all the improvements in engines and 
track, but much allowance must of course be made for the 
fact that the engine in the first case was unincumbered.— 
Springfietd (Mass,) Republican. 


The Mexican Railroad Accident. 


A dispatch from the city of Mexico gives the following 
particulars of the late accident on the reilroad to Morelos 
on June 24: ‘*The scene of the catastr,“he was on the River 
tan Antonio, near the village of Mailpois. For some time 
past this section of the country has been .swept by fierce 
storms, swelling creeks into torrents, and laying waste many 
fertile fields. The bridge spanning the river at the point 
mentioned, although known to be unsafe, was still in use 
when the fated train bearing a battaiion of soldiers at- 
tempted its passage. The result was a crash, as the under- 
mined supports gave way, and engine and cars were hurled 
headlong down achasm. Scarcely had the magnitude of 
the tragedy become apparent whena new horror was added. 
In the freight vans comprisirg a portion of the train was a 
consignment of alcohol. This took fire; and the subsequent ex- 
plosion contributed much to the luss of life. The few who 
—— uninjured at once applied themselves to the rescue 
of their less fortunate comrades, but it was some hours 
before the exact extent of the tragedy grew apparent. It is 
now known, however, that 13 officers and 192 privates were 
either killea outright by the fall or roasted to death, while 
50 others sustained burts of a more or less serious character 
The train was entirely consumed. When information of the 
appalling calamity reached this city the excitement was un- 
bounded, and crowds thronged all the news centres, 
anxiously awaiting particulars. Never, in the history of 
the republic, has so frightful a casualty been chronicled. 
The Morelcs road is a narrow-gauge line, built by a govern- 
ment subvention, and is entirely the work of Mexican en- 
gineers. It was first opened to the public on the 18th inst. 
In addition to the loss of life already reported, it appears 
that the engineer and fireman were scalde4 ‘o death. 

** Later accounts of the disaster report that 17 officers 
and 197 privates were killed. This list does not include the 
railroad officials and employés or the women and children 
of the soldiers, many of whom were on the train. Only 60 

rsons in all were saved alive, and of these 40 are more or 

ess injured. The disaster occurred at 11 o'clock Friday 
night, as the train, whica was a long one and drawn by two 
engines, was passing over the wooden bridge. For a moment 
after the Plunge of the cars from the bridge all was dark- 
ness. Suddenly 100 barrels of brandy, loaded on two of the 
vans, caught fire, and the burning fluid inundated the mass 
of passengers struggling in the ruins. Only a few who were 
not disabled or hopelessly wedged in the timbers escaped. 
The dead and living were wrapped in a sheet of flame, and 
slowly burned before the eyes of the survivors, who were 
unable to save them. The Secretary of Public Works and a 
number of army surgeons went to the scene of disaster early 
Saturday morning.” 


An English Railroad Incident. 


A London dispatch of June 28 says: “ A Mr. Gould, who 
had been visitiny Brigbton, and was on his way up to Lon- 
don on the London & Brighton Railway line, was alone in a 
compartment of a first-class carriage with a Frenchman 
whose name is supposed to be Lefroy. It must be under- 
stood that the compartments are perfectly isolated, and that 
the only means of communication with the guard in case of 
illness, accident or assault is by breaking a thin piece of glass 
set in the side of the carriage and pulling an alarm bell which 
gives a signal to the engine driver that something is wrong. 
Immediately after the trains on this road leave Brighton 
they pass through several long and perfectly dark tunnels, 
cut through the high chalk bills, and it was while going 
through one of these places that Mr. Gould was murdered. 
It appears that he struggled desperately for his life. The 
carriage was saturated with his bl Two bullets were 
found embedded in the carriage, and there were other evi- 
dences of a hand-to-hand conflict. But the murderer hav- 
ing completed bis work, and, it is believed, robbed his vic- 
tim of a large sum of money, threw his body out of the win- 
dow into the tunnel, where it was found some hours after- 
ward, and was seen to be stabbed in several places. The 
murderer came on as far as Croydon, a station a few miles 
out of London, near the Crystal Palace. Here he 
left the train, and with astonishing audacity 
called the police officers on duty at the station 
to his aid. His face was wounded and _bleed- 
ing, and bis clothing was torn. He said he had been on a 
little spree, had drunk too much, and had injured himself by 
attempting to walk about in the carriage when the train 
was in such rapid motion. His plausible manner so imposed 
upon the people, and he backed it up so well by a douceur of 
half a crown, that one of them assisted him from the station 
to a house near Croydon, which he said was his home. In 
the morning when the condition of the carriage in which the 
murder had been committed had been seen, upon its 
arrival in London, and the news of the finding of the 
bedy of the murdered man had been received, the tardy sus- 
a of the police were excited, and they went to Lefroy’s 

ouse only to discover that the bird bad flown, leaving no trace 
of his exit or scent of his whereabouts. The policemen then 
remembered that Lefroy bore on his person marks of havin 
been engaged in a severe fight; that his breast wasscratch 
and wounded, and that re were marks as of a pistol 





wound in his head. It has been ascertained, however, that 





he is possessor of a 1d watch numbered 1,626, 
made by Griffiths, the celebrated watchmaker 
of London. Further information states that 
the railway porters at Brighton say that three 
men were in the carriage, Mr. ld, Lefroy and another 
man, who they took to be a countryman and a friend of Le- 
froy. No trace has been discovered of this third man. A 
more careful search of the line has resulted iu the discovery 
of acollar belonging to the murderedman. His watch and 
£40 which he was known to have had in his pocket are miss- 
ing. The watch numbered as above was the property of Mr. 
Gould. It is supposed that the murderer will endeavor to 
escape to France or the United States. A description of 
him has been telegraphed to all the outgoing ports.” 


A Big Blast. 


Tuesday a little after noon the great blast in the promon- 
tory at the upper end of Shell Rock, twelve miles above the 
Cascades, was fired. A party including Chief Engineer 
Thielsen, Captain George Ainsworth, Colonel Gillepsie and 
several others, among whom were a number of ladies, lett 
Portland in the moraing to witness it. Everything had 
been got in readiness, and when the steamers *‘ Mountain 
Queen” and *R. R. Thompson,” one of which carried 
the visiting party while the other was making the regu- 
lar trip to the Dalles, arrived near and blew the 
signal whistle, the mine was exploded. Chambers had been 
run into the cliff from nearly opposite sides, and charged 
with 14,000 Ibs. of powder. The cliff was of basalt, pro- 
jecting into the river, above which it stood at the height of 
about 150 ft. The extent of its base was about 200 ft., and 
the lateral depth of rock which it was desired to move was 
75 to 80 ft. The wind was setting strongly up stream, and as 
the spectators were some distance below the promontory, the 
shock of the explosion was to them scarcely perceptible. 
But the sight was a splendid one. There was a great 
flame, a co rolling smoke, and the prodigious mass 
of material was seen to rise and shoot out into the river, 
some of it being thrown perhaps half way across, The boats 
steamed up, and it was evident at once that the shot had 
been entirely successful. Messrs. Thielsen and Hallett found 
the result in the highest degree satisfactory. About 40,000 
cubic yards of rock had been blown off into the river, and 
the work of constructing the railroad at that point will now 
be a comparatively easy one. Rapid progress is now being 
made all along the line, and there is every reason to expect 
that by September the rails will be laid from the Cascades 
to the Dalles.—Portland Oregonian, June 18. 


Answers to Correspondents. 


Anxious Investor.—No; the report that Mr. Jay Gould 
owns the comet is not true. The astroncmers have ascer- 
tained thatthe comet is not Gould’s comet, as was at first 
reported. You can safely speculate in any shares in it 
which may be offered without fear of a corner in the stock 
being engineered by Mr. Gould or any other mar. 

A Timid Lamb.—You also are wrong in supposing that 
the Mr. Gould who was murdered in an English railway 
carriage on Monday night was Mr. Jay Gould. The syndi- 
cate of liars had nothing to do with that story, which is 
quite true.—New York Daily Graphic. 


OLD AND NEW ROADS. 


Alabama, New Orleans, Texas & Pacific Junc- 
tion.—Mail advices from London confirm our supposition 
that this new company, whose offer of securities was an- 
nounced by cable, was urganizd by the Erlanger syndicate, 
which owns the Alabama Great Southernroad. The follow- 
ing extracts from the prospectus explain the company’s or- 
ganization and object. 

After exvlaining the position of the Alabama Great 
Southern, and its need of connections to New Orleans and 
the Southwest, itsays: ‘This company has been formed 
to effect these objects by acquiring the possession of, or con- 
trol over, the railways colored red on the map, accompany- 
ing the prospectus. 

“1. New Orleans & Northeastern (Meridian to New 
Orleans), about 200 miles in length. the whole of which has 
to be constructed. Steps are being taken to secure a land 
grant im connection with the construction of this new line. 

“2. Vicksburg, Shreveport & Pacific, 189 miles long : 

‘‘a. 20 miles, from the Texas state line (terminus of the 
Texas & Pacific) to Shreveport, already in operation, and 
leased to.the Texas & Pacific till Jan. 1, 1881. 

“*b, 96.miles, Shreveport to Monroe, which have to be 
constructed. 

“‘c, 73 miles, Monroe to Delta (opposite Vicksburg) on 
the Mississippi. Already in operation, but gauge to be 
changed from 5 ft. 6 in. to the standard gauge of 4 ft. 
S!Sin. ° 

“ Total, 189 miles. This line has a land grant of 400,000 
acres. 

“3. Vicksburg & Meridian, 140 miles in length, in opera- 
tion, but requiring some outlay for improvements, for 
which the Vicksburg & Meridian Company has available 
resources, which are believed to be sufficient. 

‘Line 1 will form a connection between the sout* ern 
terminus of the Alabama Great Southern road, at Meridian 
(Mississippi), and the important districts traversed by it, and 
the port of New Orleans. It will also be the shortest 
route for traffic between New Orleans and Washington, 
Philadelphia, New York, Cincinnati, etc. In addition to the 
through traftic, the local traffic will be of value and impor- 
tance, especially in coal, cotton and lumber, 

** Lines 2 and 3 will complete the connection between the 
southern terminus of the Alabama Great Southern road and 
the terminus of the Texas & Pacific, at the Texas state 
boundary line. They both traverse the cotton belt of 
Mississippi and Texas, 

‘“‘The map shows that these lines, worked in connection 
with the Alabama Great Southern road, will constitute 
most important trunk lines. They are also of independent 
value, owing to the local resources of the districts through 
which they pass, and for which they torm the sole outlet.* * 

** Messrs. Emile Erlanger & Co. have made arrangements 
with the numerous interests concerned, to acquire the pos- 
session of, or control over, the three above-mentioned lines, 
constituting about 529 miles of railroad, with the object of 

romoting the interests of the Alabama Great Soutbern 

ilroad, in which they are large shareholders. The directors 
of that company, being convinced of the reciprocal advan- 
tages to accrue to these lines and to the Alabama Great 
Southern road by working in friendly accord, and of the 
great public advantages thereby to be secured, have agreed 
that their Manager, Mr. Scott, shall undertake the manage- 
ment of this company’s lines, and certain of their directors, 
constituting the majority of the board, have consented to act 
as directors of this company. - me oe 

“The interests thus acquired will be vested in the Ala- 
bama, New Orleans, Texas & Pacific Junction Railway Com- 
pavy in a mode similar to that adopted in the case of the 
Alabama Great Southern Railroad, the several American 
corporations under which the roads are organized being 
maintained in order to comply with the requirements of the 
laws of the several states through which they pass.” 

Mr. Scott, as we have heretofore noted, has already been 





THE RAILROAD GAZETTE. 


made General Manager of the Vicksburg & Meridian and | 
the Vicksburg, Shreve; ort & Pacific roads. 

The English company has issued £1,500,000 preferred | 
stock (giving one share, also, of deferred stock with each | 
share of preferred), and will issue, as required, debentures | 
to the amount of £1,000,000. This, it is estimated, wil! pro- | 
vide about $12,500,000; the amount required for purchase | 
and construction is $11,500,000, leaving a surplus of $1,Q00,- | 
000 for contingencies. 


Atchison, Topeka & Santa Fe and the Southern 
Pacific.—A conference was held in Boston last week by 
officers of these companies. The proceedings were private, 
but it is understood that two subjects were under discussion, 
the arrangements for through passenger and freight busi- 
ness to and from Californa by the Southern line, and the 
proposed building of a parallel road-from Deming to Tucson 
by the Atchison Company, to make connection with the 
Sonora road in Mexico. What the results of the conference 
were is not known, but it is reported that a basis of agree- 
ment was found. 


Baltimore & Delta.—This company has succeeded in 


selling nearly $100,000 of its bonds, and expects soon to} 


begin the work of laying track from Baltimore to Towson- 
town. From that point the track will be extended as means 
are secured. The rond is nearly all graded from Baltimore 
north to Delta, 45 miles. 


Bangor & Piscataquis.— The Main: Suprem? Court 
has sust? ined the demurrer of the company in the applica- 
tion of the city of Bangor and the bondholders for a receiver, 
and has thrown out the billin equity filed by complainants. 
The Court holds that no sufficient cause for a receivership 
has been shown. 


Bay of Quinte.—The contract for the building of this 
road has been let to George Anderson, of Tyendinaga, Ont. 
It is to extend from the Grand Trunk at Marysville, Ont., 
to Deseronto. 


Boulder, Left Hand & Middle Park.—This company 
has begun work on a road from Boulder, Col., thrcugh Left 
Hand Caiion into the Middle Park. Several parties are at 
work in the cafion, where rock cuttings are to be made, 


Buffalo, Pittsburgh & Western.—This company is 
making a survey fora branch from its road at Tionesta, 
Pa., on the Allegheay River, up Tionesta Creek to Sheffield 
on the Philadelphia & Erie. The distance is about 25 miles. 


Cairo & Vincennes.—The Commercial and Financial 
Chronicle says: ‘In London(where most of the stock is 
held) it is reported that the Wabash, St. Louis & Pacific 
Company has absorbed the Cairo & Vincennes Railway, 
giving their 5 per cent. mortgage bonds in exchange for the 
preferred stock of the Cairo line, and Wabash ordinary 
stock for the ordinary stock.” 


Canada Southern.—This company has made the fol- 
lowing statement for the first half of 1881, June partly 
estimated : 

P.c. 
3.6 
14.1 
32.4 
66.0 


1881. 
.$1.817,852 
1,332,709 


1880. Ine. or Dec 
$1,885,336 D. $67,484 
1,168,021 I. 164,688 


$717,315 D. $232,172 
203,900 I. 134,564 


Gross earnings.... .. 


Net earnings...... $45,143 
Interest on bonds. 338,464 


Surplus........... $146,679 D. $366,736 
Per cent. of expenses. 7n.a8 61.95 D. 9.15 


“The surplus was equal to 0.98 per cent. on the stock this 
year and 3.42 per cent. in 1880, 

“The increase in the amount of interest on bonds for the 
six months is $134,564, due to the increase in the rate from 
8 per cent. to 5 per cent. per annum. If the rate were the 
same asin 1880, the above mentioned balance would be 
$281,243, or $1.87!¢ per share of stock, instead of $0.98, 
The renewals of track during the past six months—included 
in operating expenses as given above—have been as follows: 
Ties, 80,200, or 30.38 miles; rails, 802 tons, 8.50 miles— 
$53,745. 

“ Although this company’s road was not blocked by snow 
or ice at any time during the past winter, the severe wea- 
ther encountered by its western connections caused a partial 
suspension of business during the first few months of the 
year. The increase in operating expenses is due mainly to 
advances in the cost of labor and materials, together with 
the large outlays for renewals above noted.” 


71.5 


Camden & Atlantic.—This company has completed an 
extension of its track from the old terminus in Atlantic City, 
N. J., southward to the new seaside settlement known as 
South Atlantic City, about 2!¢ miles. The extension will be 
opened for business July 4. 


Chartiers & ¥Youghiogheny.—Tbis company has filed 
articles of incorporation to build a railroad from the Pitts- 
burgh Southern in Upper St. Clair township, Allegheny 
County, Pa., to Latrobe, 45 miles. 


Chicago & Alton.—This company has completed a 
branch or loop from Braceville, Ill, on the main line, 61 
miles from Chicago, to a point near Coalville on the Coal City 
Branch. It is seven miles long and built, we believe, chiefly 
for coal business. 


Chicago Belt & Transfer Co.—The Chicago Tribune 
says: “‘The Belt road organization headed by George L. 
Dunlap is reported to have just made a contract with P. B. 
Shumway for the construction of the road, the purchase of 
20 locomotives, the building of a transfer-house at each junc- 
tion, a round-house for the engines, ete. A_ petition 
for the use of Robinson avenue bas been made to 
the Cicero Trustees, and is now under consideration. 
The representatives of the Belt road state that nearly all 
the right of way has been obtained. They made an offer to 
the Cicero Trustees to give a $50,000 bond that work would 
commence within 10 days after the passage of the ordinance, 
and that the road would be completed within 60 days there- 
after. The right of way in Hyde Park, «bout five miles in 
length, has been obtained, and large water facilities have 
been secured from A. B. Meeker, who now controls the Calu- 
met Cana] & Dock Company. 

“Tt now looks as if Chicago is sure to have three belt 
roads instead of one—one headed by George Duulap, another 
under the management of Mr. Weston, which claims to have 
the backing of a syndicate of New York bankers to the 
amount of $10,000.00, and still another which the Western 
Indiana Company is now constructing.” 


Chicago, Burlington & Quincy.—The passenger 
trains of this company have begun running to and from the 
West Side union depot on Canal street in Chicago. The Du- 
buque trains, which are run in connection with the Illinois 
Central, still continue to use the Central depot. 


Chicago & Northwestern.—This company’s new line 
from Madison, Wis., to Montford, to connect with the line 
from Galena to Woodmar which it bought last year. is now 
completed and opened for business to Barneveld, 32 miles 
west from Madison. 





Chicago, Pekin & Southwestern.—An appeal was 
taken from the decree of Judge Hammond in the foreclosure 


[Jony 1, 1881 








case. The petition of Solon Humphreys, President of the 


| Wabash and holder of 671 first-mortgage bonds, to be made 


a party to the suit was refused, and he appealed. 

An order was also entered, allowing the Farmers’ Loan & 
Trust Company to take the depositions in New York of Solon 
Humphreys, Moses Taylor, Percy R. Pyne and R. G. Rol- 
ston, holders of 1,000 of the first-mortgage bonds, in order 
to prove the ownership, and that a default has been made in 
~ eos of the interest due on the first-mortgage bonds 

eb, 1, 1881. 


Chicago & South Atlantic.—The United States Cir- 
cuit Court im Indianapolis has appointed a receiver for this 
company’s property, on petition of several creditors. The 
company owns no completed road. 


Chippewa Valley & Lake Superior.—This company 
has been organized to build a railroad from the Mississippi 
at Reed’s Landing, Wis., opposite Wabasha, Minn., up the 
Chippewa Valley to Eau Claire, about 45 miles, with a 
branch to Menominee, about 15 miles. Nearly all the in- 
corporators are connected with the Chicago, Milwaukee & 
St. Pau! Company. 


Cincinnati Southerna.—Notice is given that the Trus- 
tees of this road will receive sealed proposals for the lease 
of the road until noon of Aug. 25, next. 

Copies of form of lease, a showing of the gross earnings, 
aad other information concerning the road, can be had on 
application at the office of the Trustees, in Cincinnati; at 
the American Exchange National Bank, New York, and at 
banking house of Messrs. Morton, Rose & Co., Bartholomew 
lane, London, England. Proposals must be directed to the 
Board of Trustees of the Cincinnati Southern Railway, 
Albany Building, Cincinnati, Ohio. The Board reserve the 
right to reject any and all bids. 


Cincinnati, Van Wert & Michigan.—This road, as 
heretofore noted, 1s in operation from Van Wert, O., 
on the Pittsburgh, Ft. Wayne & Chicago, southward to 
Shane’s Crossing on the Toledo, Delphos & Burlington. It 
is of 4 ft. 9 in. gauge, and about 12 miles long. The stations 
are Van Wert, Stump’s, Parker, Enterprise, Brewer’s, 
County Line and Shane’s Crossing. It is operated by the 
Cincinnati, Van Wert & Michigan Common Carrier Com- 
pany. 


Connecticut Western.—The books of subscription hav- 
ing been signed by holders of considerably more than the 
amount of bonds required by the act authorizing the reorgan- 
ization, the commissioners appointed by the act calleda 
meeting to organize the Hartford & Connecticut Western 
Company, which was to be held in Hartford, Conn., June 30. 


Connecting Terminal Railroad, of Buffalo.—Thi 
company has filed articles of incorporation in New York 
The principal stockholders and a majority of the directors 
are residents of Philadelpbia. The chief object of the enter- 
prise isto afford terminal facilities for the Buffalo, New 
York & Philadelphia Railroad, and to extend the lake traffic 
of that road and its Eastern connections. The tracks will 
be speedily laid. Plans are now being prepared for a new 
elevator of 600,000 bushels capacity, to be erected upon the 
premises lately purchased by the company. This property 
includes 1,600 feet of land fronting on the city ship canal 
and extending to Lake Erie. 


Connotton Valley.—Track on this road is now laid to 
Bedford, O., on the Cleveland & Pittsburgh road, 29 miles 
northward from last year’s terminus at Mogadore, and 89 
wiles from the Southern terminus at Dell Roy. Trains will 
begin to run through to Bedford on July 4. The line from 
Bedford to Cleveland, 12 miles, is nearly all graded and 
tracklaying is in progress. 

The company now has in use 10 locomotives; 10 pas- 
senger, 15 open excursion, 4 smoking and 5 baggage cars; 
20 box, 40 flat, 420 coal and 4 caboose cars. This equip- 
ment is to be increassd. 


Dayton & Southeastern.—Work has been begun on 
the extension of this road from Wellston, O., southeast to a 
connection with the [ron Railroad. The distance is about 
45 miles, neariy allthe way through a coal country. 


Goldsboro & Norfolk.—A company is being organized 
to build a railroad from Goldsboro, N. C., northeast to Suf- 
folk, Va., on the Seaboard & Roanoke road. The proposed 
line will cross the Roanoke at Williamston and the Chowan 
at Petty’s Point. It will be about 125 miles long, and will 
pass renee some of the best country in Eastern North 
Carolina. 


Greenville, Columbus & Birmingham.—This road 
has been sold to Mr. Fred. Wolffe, who represents the 
owners of the Alabama Great Southern. It is a narrow- 
gauge line and only 12 miles are completed, from Green- 
ville, Miss., eastward. 


Hannibal & St. Joseph.—Notice is given that 25 sink- 
ing-fund land-grant bonds were drawn for redemption June 
25, and will be paid on presentation to the Farmers’ Loan & 
Trust Company in New York. The numbers drawn are: 
37, 70, 161, 204, 206, 234, 241, 384, 413, 596, 605, 650, 
651, 663, 674, 675, 697, 699, 700, 704, 712, 803, 806, 842 
and 847, Interest on these bonds will cease 60 days from 
date of drawing. 


Herkimer, Newport & Poland.—The grading of 
this road is now completed from Herkimer, N. Y., to Mid- 
dleville, and work is well advanced between that place and 
Poland. Several of the bridges are in place, and others are 
being erected. Track has been laid from Herkimer to North 
Herkimer, three miles, «nd a construction train is on the 
road. 


Houston, Texas & Red River.—This company has 
been organized to build a railroad from Houston, Tex., 
northwest to a point on the west boundary of Greer County, 
within 35 miles of the South Fork of Red River. The in- 
corporators are A. M, Gentry, F. A. Rice, W. D. Cleveland, 
S. K. MclIlhenney, J. G. Tracy, Robert Brewster, B. A. 
Botts, E. Pillot, J. S. Roberts and 8. M. Rushmore, of 
Houston ; T. 8. Ruddock, of Chicago, and 8. E. Williams, of 
New York. The capital stock is $1,000,000. 


Illinois Central.—This company gives notice that, uac- 
cording to the right reserved by it in the terms of the bonds, 
it has called for payment all the currency redemption bonds 
now outstanding, amounting to $2,500,000. These bonds 
will be paid by the Treasurer in New York, with 10 per 
cent. premium added, and interest upon them will cease 
from Oct. 1 next. 


Illinois & Indiana.—This company hasbeen organized 
in lilinois and Indiana, its purpose, apparently, being to 
take the Springfield, Effingham & Southeastern and the 
Bedford, Springville, Owensboro & Bloomfield narrow- 
gauge roads, and to extend them to the Ohio line. 


Kentucky Central.—Preparations are being made to 
change the gauge of this road from 5 ft. to 4 ft. 814 in. The 
change will probably be made on July 10. 


Lake Shore & Michigan Southern.—This company 
has published the following statement for the six months 








ending June 30, the earnings and expenses for June being 
partly estimated : 
1881. 1880, P.c, 


. Inc. or Dec, 
$8,970,000 $9,073,000 D. $103.C.00 
5,480,000 5,019,384 I. 


460,616 
Netearnings.... $’,490,000 $4,053.616 D. $563,616 13. 
Fixed charges 1,350,000 = 1.380,000 


D. 30,000 
$2,140,000 
61.€9 


Gross earnings 
UU. Ere 








Surplus 

Per cent. of exps..... 4 

‘* The surplus this year was equivalent to 4.33 per cent. on 
the stock, against 5.40 per cent. last year. 

The surplus for 1881 is appropriated as follows: 
SI ig 0x5 wi be, 61 nin b+ os cmembic ast ecb neh es Sec meee stay 
Dividend, 2 per cent., May, 1881 
Dividend, 2 per cent., August, 1881 
Sinking fund, six months 


$2,673,616 D. $533.616 19.9 
55.34 I. 5.75 


—— 2,103,6€0 
Balance... $36,340 
‘‘The first three months of the year were marked by 
weather cf unexampled severity. The line and many of its 
important connections were completely blocked by snow: 
and this condition was followed by excessive floods, which 
caused great lucal damage. While. as rather a marked ex- 
ception to lines west of Buffalo, and reaching Jargely to the 
northwest, the gross earnings for the six months were suk- 
stantially maintained, the cost of operating was necessarily 
considerably increased, and the net result was correspond- 
ingly affected, as compared with the same period for the pre- 
vious year. The charges to expenses include, as usual, the 
cost of steel rails substituted for iron, and, with all the dam- 
aging effects of the winter and sprirg, the road and equip- 
a have been fully maintained at their standard con- 
dition.” 


Macon & Brunswick.—The contract for building the 
extension from Macon, Ga., to Atlanta has been let to R. G. 
Huston & Co., the contractors who completed the Cincinnati 
Southern. 


Mansfield, Coldwater & Lake Michigan.—A dis- 
patch from Toledo, O., June 29, says: ‘* The case of Swan, 
Rose & Co., against the Mansfield, Coldwater & Lake Mich- 
igan Railroad Company, which has occupied the time of the 
United States Court for nearly three weeks, was concluded 
this evening by the jury bringing in a veruict for $254,584 
in favor of the plaintiffs. The action was brought by plain- 
tiffs who are railroad contractors, to recover about $400,000 
the cost of the construction of the road. On a previous trial 
they obtained a verdict for $200,000. 

he road has been sold and reorganized since the suit was 
begun. It is controlled and worked by the Pennsylvania 
Company. 


Michigan Central.—Tbis company makes the following 
statement for the six months ending June 30, the earnings 
and expenses for June being partly estimated: 

188 1880. Inc. or Dee. P.c. 
$4,621,000 D. $281,000 
2,421,000 I. 124,L00 


Gross earnings... ..... $4,340,000 
Expenses............... 3,045,000 


6. 
4.° 

Net earnings . ..$1,295,009 
Interest and rentals.... 853,000 


Balance.......... $442,000 $860.000 D. 418.000 486 
Per cent. of exps....... 70,16 63.20 I. GOS: su 

‘* The dividends for the current half-year will be 114 per 
cent. May 1, 1881, requiring $281,073, and 1 per cent. Aug. 
1, 1881, requiring $187.382, a total of $468,455, being 
$26,455 in excess of the bulance for that period, as shown 
above. 

“The extreme weather of the winter avd early spring is 
well known, and while this company’s line suffered from the 
effects of the general condition in the West and Northwest, 
and the about absolute suspension of business from its most 
valuable connections, it had also to meet the effect of violent 
storms practically local to itself—in this respect suffering 
much more than the lines lying but a short distance south of 
it. It would be difficult to imagine a severer test of a rail- 
road and operating it than was imposed upon this company’s 
line during the first four months of the present year. The : 
consequences show, as will be seen, in both gross receipts 
and operating expenses.” 


D. $405,000 23. 
840,000 I. 13,000 1. 


Missouri Pacific in Nebraska.—Several engineer 
parties have begun work on the preliminary surveysof this 
road, which is to extend the Missouri Pacific from Atchison, 
Kan., up the west side of the Missouri to Omaha. 

The Chicago, Burlington & Quincy Company, it is re- 
ported, has protested against the building of the proposed 
line, on the ground that its construction will bein violation 
of existing agreements. 


New Bonds.—New issues of bonds have been placed on 
the market as follows: 

Chicago, St. Louis & New Orleans 5 per cent. 70-year 
bonds are offered by Winslow, Lanier & Co., of New York, 
at 10714 and interest. The bonds are issued under the general 
ae of the company and are either coupon or regis- 
tered. 

New York, West Shore & ae 5 per cent. bonds to the 
amount of $15,000,000 are said to have been negotiat:<d, but 
none have yet been offered to the pubiic. It is said that 
most of them were taken for foreign account. 


Newburg, Dutchess & Connecticut.—It is reported 
that the control of this road has been secured by the New 
York & New England Company, whose line to the Hudson 
will pass over 13 miles of this road, from Hopewell Junction 
to Fishkill. The road extends from Dutchess Junction on 
the New York Central & Hudson River road to Millerton, 
581¢ miles. The New York City & Northern is also reported 
to be seeking control of the road. 


New Haven & Northampton.—This company’s con- 
nection with the Troy & Greenfield road at Deerfield, Mass., 
was made some time since, and on July 4 it will begin to 
run its trains through to North Adams, using the state road 
from Deerfield. 


New Mexico & Arizona.—This ym nag | has been or- 
ganized in the Atchison, Topeka & Santa Fe interest to 
build a railroad from Deming, N. M., to Tucson, Ariz.; to 
connect there with the road to Guaymas in Mexico, with 
branches to Florence, Tombstone and other points. The road 
will be parallel to the Southern Pacific. 


New Sharon, Coal Valley & Eastern.—A contract for 
the grading and bridging of this road from Newton, Ia., to 
New Sharon, has been let to H. G. Owens, of Altona, ia., 
and David Stanton, of New Sharon, Ia. Work is to be be- 
gun at once. 


New York, Susquehanna & Western.—Articles of 
consolidation of the various corporations from which this 
company is made up have been filed in New Jersey and Penn- 
sylvania. 

It is reported that contracts have been made which will 
secure for the company a traffic of over 1,500,000 tons of 
anthracite coal yearly, as soon as the proposed extension is 
completed to Scranton. 


New York, Pennsylvania & Ohio.—Notice is Ee 
that the coupons due July 1 on the first-mortgage bonds will 
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be paid in deferred warrants,’as provided in the deed of 


Northern Pacific.—Notice is given that 185 Pend 
d’Oreille Division bonds were drawn for redemption June 
28, in accordance with the terms of the ae The 
numbers drawn are:, 96, 119, 190, 204, 256, 265, 269, 337, 
358, 355, 358, 363, 373, 379, 398, 408, 437, 441, 465, 474, 
493, 548, 562, 566, 573, 581, 586, 628, 620, 633, 684, 644; 
645, 648,- 865, 676, 679, 688, 689, 691, 709, 712, 713, 714. 
715, 716, 718, 720, 721, 724, , 777, 789, 791, 798, 
808, 821, 832, 841, 842, 863, 864, 865, 869, 884, 905, 955, 
956, 982, 986, 1002, 1005, 1025, 1028 1068, 1081 
1097, 1109, 1121, 1132, 1134, 1145, 1150, 1154, 1188, 

1201, 12038, 1214, 1 , 1219, 1228, 1229, 
1245, 1: 1840, 1875, 1377, 
1389, , 1484, 1485, 1501, 
1563, , 1674, 1682, 1685, 
. 1688, , 1718, 1719, 1739, 
. 1772, 1785 4, 1811, 1818, 1822, 
, 1841, 1930, 1958, 
1977, 2024, 
2112, 2147; 2210, 
2220, 2767, 
2819, ; 2960, 2969, 
and 2971. The principal and accrued interest of these 
bonds will be re on presentation at the office of the 
Farmers’ Loan & Trust Company, New York. The interest 
on the above bonds will cease on and after 60 days from date 
of drawing. 


Oregon Railway & Navigation.—The Portland Ore- 
gonian says: ‘* The line of the Oregon Railway & Naviga- 
tion Company from this city to the Columbia River was 
permanently located Saturday. It will start from the Ore- 
gon & California track, a few hundred feet above the 
east side depot and follow Sullivan's Gulch to_ its 
head, about two miles; thence nearly east for three 
miles to the south end of Rocky Butte; thence around 
the south end of the butte; thence nearly north for 
a mile; thence east to Sandy River, nine miles; thence east 
to the Columbia River, two and a half miles. The Oregon 
& California track will be used to reach a point opposite the 
new depot. A large gang of men has started at work 
clearing timber along the line. After considering proposals 
for the stone work for Snake River bridge at Grange City, 
the company decided not to let the work by contract, but 
to execute itthemselves. The bridge will be 1,740 ft. long, 
and have ten spans—seven of 110 ft. twoof 1£4'¢ ft., 
and a draw of 336 ft. There will be a clear space 
of 150 ft. for boats at the draw. The piers will be con- 
structed of cribs filled with stone, iron-faced, and heavily 
braced throughout. The superstructure will be a Howe 
truss, combinati 1 wood and iron, except the draw, which 
will be entirely v1 iron. The bridge will be finished this 
year, and will cost $300,000 to $320,000. 

‘Contracts for filling the low land above the water- 
works, the sight for freight and passenger depots and ma- 
chine shops, will be let as soon as Mr. Oakes arrives home.” 


— 
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Oregon Transcontinental Co.—This company has 
been organized in Oregon with a capital stock of $50,000,000. 
It is stated that the object of the company is to control the 
lines of the Northern Pacific and the Oregon Railway & 
Navigation Company. The stock held by Henry Villard 
and associates is to be transferred to the new organization. 


Pemigewasset Valley.—Surveys have been completed 
for this road from Plymouth, N. H., on the Boston, Concord 
& Montreal road, up the valley of the Pemigewasset to the 
Profile House in the White Mountains, a distance of 28 
miles. A survey has aiso been made for a branch from 
Woodstock up the East Branch to Livermore, 10 miles. 
Work will soon be begun at Plymouth. The road will serve 
a lumber region hitherto almost untouched, and will also be 
valuable ror the summer travel to the White Mountains. It 
is controlled by the Boston, Concord & Montreal Company. 


Petersburg.—Notice is given that the Petersburg Rail- 
road Company will, at its office in the City of Petersburg, 
Va.,on July 1, pay to the holders, on presentation, all 
matured first mortgage bonds of said company, with all in- 
terest due thereon; and on the over-due coupons and regis 
tered interest. 


Philadelphia & Chester County.—The stockholders 
have veted to increase the stock from $500,000 to $750,000. 
The road has been located from West Philadelphia to West 
Chester and Downingtown, and a contract let for grading 
five miles. 


Philadelphia & Reading.—A dispatch from Phila- 
delpbia, June 29, says: ‘“‘'The board of managers of the 
Philadelphia & Reading Railroad this afternoon agreed to 
accede to the preposition of the receivers to issue certificates 
bearing 4 per cent. interest for the floating debt of the 
company. The torm of the certificates will be prepared by 
counsel for the company.” 


Pittsfield & Williamstown.—Surveys are _ being 
made for this road, which is to be an extension of the Housa- 
tonic road from Pittsfield, Mass., by Lanesboro to Williams- 
town, about 20 miles. 


Plymouth, Kankakee & Pacific.—The Kankakee 
(Ill.) Gazette says: ‘A new company is being organized in 
Chicago, under the auspices of Joel D. Harvey and John C, 
Cushman, for the avowed purpose of building this road. The 
road will be bonded for about $15,000, which will afford the 
means for itscompletion. Two companies will be organized, 
one to build 102 miles of in Illinois, and an- 
other to complete the construction in Indiana; and with the 
whole line completed, the companies will be consolidated. 
For the past week a corps of engineers have been surveying 
the roadbed between Momence and Kankakee, and are now 
in the line to the west of us. They are making up estimates 
of the cost of construction, which will be submitted to 
Messrs. Harvey and Cushman, who will then drive ahead.” 


Richmond & Allegheny.—Track is now laid from 
Richmond, Va., to Lynchburg, 144 miles, and trains will 
begin torun through between those cities on July 4. To 
complete the main line there only remains a gap of 29 
miles from Lynchburg to North River. 

At the special meeting in Richmond, June 24, the stock- 
holders voted to ratify the agreement of consolidation with 
the Ohio Central and the Atlantic & Northwestern compe- 
nies. The name of the consolidated co.npany will be the 
Richmond, Allegheny & Ohio Central. To complete the con- 
nection of the ends of the road the proposed Atlantic & North- 
western road will have to be built from Williamson, Va., 
across West Virginia to the Ohio River, where the connec- 
tion with the Ohio Central will be made; an extension of the 
Central to the river will also have to be built. When these 
lines are finished, the road will extend from Richmond to 
Toledo. 

The statement made to the New York Stock Exchange re- 
cently by the Richmond & henon, wane’ f Company shows that 
the total issue of first-mortgage bonds authorized is $5,000,- 
000, of which $1,500,000 were set aside to protect the obli- 
gations of the James, River & Kanawha Canal Company; 
this being the consideration for the conveyance of the 








property, including docks, water powers and real estate. 
By agreement between the board of directors and the trus- 
tees of the first-mor bonds, the remaining $3,500,000 


were to be received by the company at the rate of $14,000 per. 


mile of roadascompleted. Theroad completed is now about 
190 miles, on which the issue should be $2,660,000, making 
$4,160,000 in all. Bonds have been sold and collected far 
beyond this sum, or to the extent of $4,925,000, as the 
terms of the subscription took them up faster than the road 
could be built; but the agreement made by the board has 
been adhered to, and a surplus is now held by the trustees. 
Against the issue of $765,000 over the limit of completed 
road the trustees hold $632,000 in cash, and there are $190,- 
000 United States bonds deposited with the Virginia Board 
of Public Works as security for the completion cf the con- 
tract with the Canal Company and the state. 


Rochester & Pittsburgh.—Articles of incorporation 
have been filed in’ Pennsylvania for the proposed extension 
of this réad from Bradford to the mouth of the Mahoning 
River. It is said that the road will make its entrance into 
Pittsburgh over the Pittsburgh & Western tracks. 


Saginaw, Tuscola & Huron.—Contracts will be let 
soon for the grading of this road from Saginaw, Mich., to 
Sebewaing. 


St. Joseph, Highlands & Northwestern.—This com- 
pany has filed articles of incorporation for a railroad from 
St. Joseph, Mo., through Doniphan County, Kan., to High- 
land, thence northwesterly through Brown County to the 
Nebraska stute line, near Fall City. The capital stock is 
$750,000. 


St. Louis & Cairo.—A meeting of the stockholders and 
directors of the St. Louis & Cairo Railroad Company was 
held last week at the company office in Chicago. The 
entire stock of the company, $6,500,000, has been sub- 
scribed, and it is proposed to purchase the old Cairo & St. 
Louis Railroad, complete and fully equip the road, and also 
construct a branch to the coal fields of Columbia. 


St. Louis & San Francisco.—This company makes 
the following statement for the first half of 1881, June 
partly estimated: 


Gross earnin; 
Expenses (43.50 per cent.) 


js soe eRaed pein $1,479,412 
643,552 


ii nk i ncinn anne none os ong eee aided $835,860 
Improvements, equipment, etc........ sasania $132,500 
PUIG Los co t.cccccecsncsnccecccceces 





602,198 


nd ci dv eendcihine db ibont $235,662 

From this a dividend of 314 per cent. on the first preferred 
stock has been declared. which will take $157,500, leaving 
a balance of $76,162. 

As compared with the first half of 1880, there was an in- 
crease of $379,792, or 34.5 per cent., in gross earnings, and 
of $292,099, or 53.7 per cent. in net earnings. The average 
mileage this year was 604 miles, against 527 in 1880, 

The St. Louis City Council has granted the company the 
right to lay certain new tracks within the city limits, and to 
make connections with the Union depot. Arrangements 
have been made for the extension of the road from Pacific, 
Mo., to St. Louis, 37 miles, No trains now use the Missouri 
Pacific for that distance. 


St. Louis, Newton & Northwestern.—A dispatch 
from Newton, Ia.,says: ‘‘ This company has been organized 
in this c’ty to build and operate a line of road from here in a 
northwesterly direction to the boundary line cf the state. 
This will be a continuation of the New Sharon, Cval Valley 
& Eastern, and its capital stock is placed at $10,000,000.” 


Securities on the New York Stock Exchange.— 
The followiog have been admitted to dealings at the board: 

Nashville, Chattanooga & St. Louis,x—Second mortgage 6 
per cent. bonds, $1,000,000, payable Jan. 1, 1901. 

Denver d& Rio Grande.—First consolidated mortgage 
bonds, an additional amount of $1,040,000, numbered 22%,- 
200 to 23,242, issued to retire the same amount of first 
mortgage bonds. 

International & Great Northern.—Additional $540,000 
a $260,000 first mortgage bond and $260,000 income 

nds. 

Michigan Central.—First mortgage 5 per cent. bonds, 
$4,000,000, of the Detroit & Bay City Railroad, due March 
1, 1931. 

Chesapeake & Ohio.—Six per cent. mortgage gold bonds, 
series A, $2,000,000, due Juty 1, 1908, 

Richmond d& Allegheny.—Stock trust certificates repre- 
senting 42,767 shares, $4,276,700; and first mortgage 7 per 
cent. bonds, $5,000,000, due July 1, 1920. 


South Atlantic & Ohio.—The Raleigh (N. C.) News says: 
‘Tt will be remembered that a party of Pennsylvania capi- 
talists, iron and coal men, who are building a narrow-gauge 
railroad from Bristol to Kentucky, were induced by tbe 
State Geologist to seek an outlet for their products at Wil- 
mington, by building the missing link between the terminus 
of the Cape Fear & Yadkin Valley roai at Patterson, 
and the Cranberry narrow-gauge road, at Elizabeth- 
town, on the Watauga River. They came and obtained a 
charter and the passage of a bill allowing them to pui chase 
the Cape Fear & Yadkin Valley road on certain conditions. 
They were assured of the practicability of a railroad route 
between these two points, through Cook’s Gap and by 
way of Boone and Cove Creek to Watauga River. 
Capt. Dwight, Engineer of the Chester & Le- 
noir road, who had, at the suggestion of Prof. Kerr, 
made a reconnoissance of the route two years before, was 
engaged for them, and Capt. Cain was charged with the 
work of finding the route from the head waters of the Yad 
kin to the summit of the Blue Ridge at Cook’s Gap, which is 
more than 3,000 feet above the sea. Capt. Cain has suc- 
ceeded in finding a pes crossing at this point, and is now 
moving down the Watauga from Boone, to meet Gen. Im- 
boden’s surveying party coming up from Elizabethtown. 
Two or three weeks will close the line.” 


Southern Pacific.—A dispatch of June 25 from Santa 

e, N. M., says: ‘‘ The case of the Texas & Pacific Railroad 
Company against the Southern Pacific Railroad Company 
came up in the United States Circuit Court yesterday. The 
complainant, through its attorneys, filed a bill, which sets 
forth that the defendant is a trespasser and encroacher upon 
the lands of the complainant, and that the defendant hurried 
on its work for the purpose of preventing the complainant 
from a and enjoying its land grant. The com- 
plainant therefore asks the Court to award to it, at a just 
and equitable valuation, all the lines of railroad, rolling 
stock, improvements, etc., in the territory of New Mexico, 
owned and operated by the defendant. The answer of the 
defendant sets forth that the complainant has not pro- 
ceeded with the construction of its road within the time 
prescribed by Congress, and furthermore denies that the 
grant constitutes a franchise. The defendant expresses a 
willingness to pay the complainant $6,000, which, it says, is 
more than the actual value of the land taken.” 





Texas— Mexican.—This company, originally the Corpus 





Christi, San Diego & Rio Grande, bas again changed its 
name and will hereafter be known as the San D & 
Northwestern. 


Texas & St. Louis.—A St. Louis dispatch reports that 
this company has secured subscriptions to an amount suffi- 
cient to build the extension of the road from Waco, Tex., to 
the Rio Grande. 


Tionesta Valiey.—This road has been located and 
grading begun. It is to extend from Sheffield, Pa., on the 

hiladelphia & Erie, to the new Blue Jay oil district, a dis- 
tance of 814 miles. It willbe of 3 ft. gauge. The chief 
a ae Horton, Crary & Co., who own tanneries about 
Shetiieid, 


Valley, of Virginia.—The following statement was last 
week presented to the Board of Supervisors of Rockbridge 
County, Va.: 

‘You are authorized to say to the Board of Supervisors 
of Rockbridge County that at an interview with President 
Garrett, held this day, he agreed, subject to the approval of 
the board of the Baltimore & Ohio Railroad Com any, to 

urchase $1,000,000 of the bonds to be issued by the Valley 
ailroad Company at 90 per cent., and authorize resumption 
of work at the earliest day practicable, with tue view to the 
speedy completion cf the road to Lexington, it having been 
represented to him that arrangements had been made 
insuring the delivery of %105,000 of the bonds due 


by Rockbridge County, and tbe remainder of the 
bonds due under its subscription by the town of 
Lexington is $12,000, the said bonds to be delivered 


pari passu with the progress of the work between Staunton 
and Lexington, it also having been represented to him that 
the authorities of the city of Staunton and the county of 
Botetourt had signified their approval of the plan looking to 
the completion of the road to Yoxington and the indefinite 
suspension of the work south of that point. The board of 
Baltimore & Ohio Company meets on July 13, when this 
action of P esident Garrett will, without doubt, be ratified 
and the work immediately resumed under the contract. I 
congratulate you and the citizens of Rockbridge at the re- 
moval of this last obstacle in the way of resuming work 
and completing the road to Lexington.” 

The work is to be immediately commenced under the con- 
tract made by the board of the Valley Company, on April 
14, with Col..Jas. M. Boyd, of Maryland. It is to be 
pressed rapidly to completion, and it is expected that the 
line will be finished to Lexington and in running order by 
June 1, 1882. 


West Virginia Central & Pittsburgh.—This com- 
pany has been organized to build a railroad from a point on 
the Baltimore & Ohio, through the coal fields of Mineral 
and Grant counties in West Virginia and thence south by 
west across the Chesapeake & Ohio to a point on the Vir- 
ginia line, whence connection can be made with the Rich- 
mond & Allegheny road. The live will be about 160 miles 
long. 


Wisconsin Central.—A branch is to be built from this 
company’s Southern Division at Packwaukee, Wis., to the 
granite quarries at Montello in Marquette County. It will 
be about 10 miles long. 
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Georgia R. R. & Banking Co.... 246 Rome, W’town, & Ogdensburg, $ 
Grand Trunk........... «see.... 234 St. Johns. & Lake Champlain. 283 





Great Western, of Canada..... 235 St. Louis, lron Mt. & Southern, 























Gulf, Col. & Santa Fe... 151 St. Lou's & San Franciseo F. 
Hannibal & St. Joseph. Bh 2 2. eee a0 
Housatonic............ . . 3381 South Carolina,. - 195 
Houston & Texas Central...... 315 Seuthern Pacific.......... . BBL 
{llinois Central....... ....... > © . g)  ~ pRRreeer: 
Indiana, Bloom. & West....... 76 Union Pacific..... osseneneses 152, 164 
EmtePGOtORNeh....  _svae- opese 76 Utah Southern....... 195 
Jeff., Madisen & Indianapolis... 105 Utica & Black River, 105 
Junction & Breakwater....... B3L Virginia & Truckee.. . 354 
Kentucky Central............... 76 Wabash, St. L. & Pac..27, 164, 176 
Knox & Lincoln............. . 164 Wilmington & Northern....... 2x6 
Lake Shore & Mich So......250, 256 Wisconsin Central..... ........ 31 
Lehigh Coal & Nav. Co, .-. 105 Worcester & Nashua....... 76 
Lehigh Valley . 44 
Chicago, Rock Island & Pacific. 
This company owned or leased and worked the following 
lines during the fiscal year ending March 31, 1881: 
Miles. 
Main Line, Chicago to Council Bluffs, Ta................... 500.25 
Branch, South Englewood to South Chicago... ........... 9.00 
Southwestern Div.. Wilton, Ia., to Leavenworth, Kan..... 321.00 
Branch, Washington, Ia., to Knoxville......... er Ce 
Branch, Edgerton, Mo., to Atchison, Kan................++ 29.00 
Branches, Des Moines, Ia., to Indianola and Winterset.... 48.00 
Branch, Newton, Ia., to Monroe... ...... osc eececccceces 7.00 
Branch, Atlantic, Ia., to Audubon.... eT a 
Bracch, Atlantic, Ia., to Griswold ........ 6 cccccccsccccces 15.00 
Bramoh, Avoeh, Im., CO TIAFIGM. ..0.00000 csccccccccscccccces 12.00 
me, Aweek, TH., CP CAIRNE... 6 ooo acc ccccccvccvcccccsvees 17.50 
Branch, Menlo, Ia., to Guthrie Centre..................... 14.60 
Branch, Mt. Zion, Ia., to Keosauqua ................6 .005 4.50 
Oia seconxe Foceshasatnednonng vetinetesies bul ceehaadk 1,080.85 
Peoria & Bureau Valley, leased, Bureau Junction, 
i i ainsi dihentieh enainin Giidiins tise nicks 46.75 
Keokuk & Des Moines, leased, Keokuk, Ia., to Des 
DRC ahnash chetteséslesohnben's bua wamnddndwdnanodael 162.00 
Hannibal & St. Joseph, use of track leased, 
Cameron, Mo., to Kansas City..................... 5 
—— 262.75 


Total Worked ......... ccescesseseee eoseeees « «o0e1,353,60 
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Of the road worked 235 miles- are in Illinois, 893.6 in 
Jowa, 223 in Missouri and 2 miles in Kansas. There are 95 
miles of second track and 230 miles of sidings. id 

There were added to the branches during the year 17.5 
miles from Avoca to Carson ; 6 miles from Lewis to Gris- 
wold ; 14.6 miles from Menlo to Guthrie Centre and 4.5 miles 
from Mt. Zion to Keosauqua, in all — a. all in Iowa. 
The average mileage for the year was 1,335 miles. 

The present Chicago, Rock Island & Pacific Railway 
Company was formed in June, 1880, by the consolidation of 
the Chicago, Rock Island & Pacific Katlroad Company with 
the Iowa Southern & Missouri Northern and other leased 
lines, all of whose stock was owned by this company. 

The equipment consists of 290 locomotives ; 102 passenger, 
17 sleeping, 6 dining, 6 postal and 35 baggage, mail and ex- 
press cars; 4,241 box, 1,147 stock, 11,412 platform and coal 
and 175 caboose and drovers’ cars ; 2 officers’ and pay cars 
and 657 gravel, hand and other track-repair cars. 

‘The balance sheet is as follows: 

LIABILITIES. 
Capital stock fixed, $50,000,000; amount issued. .. $41,959,800.00 
Fractional scrip, convertible into stock 200.00 
Six per cent. mortgage coupon bonds. . $7,419,000 
Six per cent. mortgage registered bonds $5,090,000 


12,500,000.00 
5,000.000.00 
7,652.14 
2,285,000.00 
238,201.02 


Chicago & Southwestern bonds guaranteed........ 
Suspense account......... Pisdedinass vevkoe Dawe ves 
Addition and improvement account 

Profit balance of income account 


$61,990,853.16 
ASSETS. 
Cost of road and equipment, including all branch 
roads owned by this company 
Cost of railroad bridge at Rock Island 
Capital stock and bonds of connecting roads 
Six per cent. Chi., R. I. & P. Railroad Co. coupon 


$55,468,604.21 
758,526.10 
2,286,504.53 


Pt cc n0d aahllen. 64> dea vine 6 ery s40b2oc0ce8 2.500,000.00 
Loans pavable on demand ani cash in New York.. 655,755.27 
Due from Post-Office Department ............... -. 37,587 94 
Stock of material, fuel, ete., on hand.... ....... .. 219,223.25 





Cash and balances due from other roads in hands 
of Local Treasurer, Chicago...............-.-..+. 64,651.86 
$61,990,853.16 
The amount of stock was doubled by the consolidation. 
The amount of outstanding bonds was not increased ; $2,500,- 
000 additional are authorized, but have not been issued. 




















The earnings for the year were as follows: 
1880-81. 1879-80. Ine. or Dec. P.c. 
Passengers... $2,500,135.22 $2,318,452.20 I. $181,683.02 7.8 
Freight.. ...  8,690,480.07 8,035,165.29 I. 655,314.78 8 2 
7 ae 188,913.96 198,519.03 D. 9,605.07 4.8 
Express...... 133.393.97 122,562 75 I. 10,831.22 9.0 
Rents, etc... 341,797.53 295,672.73 1. 46,124.80 15.6 
Car mileage. $2,362.74 81.721.19 I. 10,641.55 12.9 
Telegraph ... 9,824.15 9,569.27 I. 254.88 2.7 
Total...... $11,956,907.64 $11.061,662.46 I. $895,245.18 8.1 
Expenses... 6,34! ,°82.34 5,500,704.49  L. 840,577.85 15.3 
yy eres 288,872.82 295,841.62 D 6,968.80 2.4 
| er $6,630,155.16 $5,796,546.11 T. $833,609.05 14.4 
Net earn- 
ings...... $5.526.752.48 $5,265,116.35 I. $61,636.13 1.2 
Gross earn 
ver mile... 8,956.49 8,800.05 I. 156.44 1.8 
Net earnings 
per mile... 3,990.08 4,183.64 D. 193.56 4.6 
Per ct. wk’g 
ORMa5< os 93.03 49.73 I. 3.30 
Per ct. exps. 
and taxes. 55.45 52.40 I. 3.05 


The increase in earnings was very nearly balanced by 
that in expenses. 

The income account of the old company for the two 
months from April 1 to June 1 is as follows : 


Balance March 31, 1880 ... ... ....ccscccesccsccces $8,571,433.23 
Sale of bonds, heretofore charged to suspense..... 37,277.45 
MRT aaa Rie, WRAUIA TONS Neves s skdaaschecenns tent $8.608,710.68 


$181,175.00 
24,497.50 


beabe te aiass dene oe 
Balance transferred to stock account of new Co.$7,903,038,18 
This closed the account of the old company. The income 
account of the new company, given below, though nominally 
for ten months only, includes the figures for the entire year, 
except where otherwise expressed—and except that six 
months’ interest on the Chicago & Southwestern bonds is in- 
cluded above : 


Earnings for the year, as above $11,956 907.64 


Receipts from Land Department.................... 480,000.00 
BNE Berets a cAcsnabaee cats CacbbnessucsianeDeh $12,.446.907.64 
Interest on bonds......... ..........-- $774,700 00 
Dividends, Aug., Nov. and Feb........ 2,202,889.50 
Rental, Han. & St. Jo. track, 10 
Some ccUhane Aonkeash eceyeness 31,014.80 


Rental, Peoria & Bureau Valiey....... 

* Keokuk & Des Moines.... ..... 
Working expemses....... ........ 2... 
Addition and improvement account... 


125,000.00 
159,947.16 
6,630, 155.16 
2,285,000.00 
——-——— 12,208,706.62 





WAMNMOS, APU T, DOOD «...0.5.. 5 iscccecsccccesases $238,201.02 

The total payments for interest on bonds during the year 
were $949,700; for rentals of leased roads, $322,136.96, 
and for dividends on stock, $2,727,387. 

The Land Department reports sales of 98,857.45 acres for 
$780,517.18. Interest received during the year was $91,- 
451.41, Bills receivable on land contracts on March 31 
were $1,535,621.44, an increase of $331,995.63 during the 
year. Taxes paid were $24,687.43. The lands remaining 
unsold at the end of the year were 125,145.21 acres. The 
Department paid over to the Treasurer during the year 
$490,000 from moneys received on land contracts and sales. 
The courts have tinally decided in favor of the Company’s 
title as‘against homestead claims. 

Charges to construction and equipment were 
Improvements of road, bridges and buildings 
Second track 


as follows: 

$650,917.28 
245,781.78 
751,296.10 
627,694.05 


Wika ctotatescemis ~ “UNG Shase a paltry a $2,285, 686.21 


New branch roads were the 42.6 miles noted above. New 
second track bas been completed from Joliet to Mokena, 8 


miles, and is ready for the rails from Ottawa to Lafalle, 15 | 


miles. Improvements include 23 stone culverts and 19 iron 
bridges in place of wooden structures; grades reduced at 
several points; 13.14 miles new sidings; several new water 
stations, additions to depots, ete. New equipment includes 
14 locomotives; 6 passenger, 2 sleeping, 2 dining and | bag- 
gage car; 680 box, 216 stock, 9 coal and 10 caboose cars; 
lsnow-plow. All except the sleeping cars were built in the 
comeong™ shops. The old air brakes have been changed for 
the Westinghouse automatic. 

Materials used in renewals of track include 10,328 tons 
steel rails and 497,633 new ties. 

‘The numter of men «employed on the road varied from 


month being 7,821 eusplorés: average montbly pay-roll, 
$308,800.39. In May, the month nearest the average, there 
were 85 employés in the general offices; 1,493 in machinery 
department; 772 in car department; 16 in supply office; 
1,066 in station service; 90° in train service; 3,614 in road- 
wx service, and 12 on miscellaneous service. 

he traffic for the year was as follows: 


Train miles: 1880-81 1879-80. Increase. P.c. 
Passenger.............. 1,890,217 1,834,556 55,66 3.0 
3 eee 6,844,806 6,436,743 408,063 6.3 
SINS = <4 Ss 0.00sad aces 704,657 676,737 27,920 4.1 

ee 9,439,680 8,948,036 § 491,644 5.6 
Car miles: 
Pass.-trai cars........ 9,627,072 8,786,352 840,720 9.6 
Freight cars........... 98,474,800 92,057,471 6,367,329 6.9 
Service cars............ SEE. cacdinasacad  eocnthenans ‘mine 
Passengers carried.... 2,085,605 1,905,418 180,187 9.5 
Passenger miles . 93.769,305 82,610,900 11,158,405 13.5 
Tons freight carried... 3,376,260 2,966,765 409,495 13.8 
re 712,383,129 664,861,579 47,521,550 7.1 

Av. train load: 

Passengers, No........ 52 50 2 4.0 
Freight, tons......... 104 103 0.9 


In addition to the above, 302,735 tons of freight were 
carried 34,190,535 miles for the company’s use, for which 
no charge was made. 

There were 170,255 loaded cars passed over the Rock Is- 
land Bridge during the year; total tonnage of loaded freight 
passed over the bridge, 1,956,570 tons, an increase of 18.9 
per cent, 

The earnings per train mile and per unit of traffic were as 
follows, in cents : 


Earnings per train mile: 1880-81. 1879-80. Inc. or Dec. P.c. 
Passenger trains............ 149.000 144.000 I. 5.0) 3.5 
PreIgne Ainge ..... ccccces 127.000 125.000 I. 2.000 1.6 
Cost per mile. all trains...... 70.200 64.700 I. 5.500 8.5 
Earn, per pass. mile........ 2.666 2.806 D. 0.140 5.0 
Earn. per ton mile.......... 1,220 1.210 I. 0.010 9.3 
Expense per pass. and ton 

MI ca songueOet ees Vadeees.s 0.789 0.754 I. 0.035 4.7 
Cost of maintenance of way 

ee eee 4.910 15.570 D. 0.660 4.2 
Cost. of loco. service per 

SND odciicckn tds paweceaaes 17.310 16.170 I. 1.140 7.1 


The average passenger train was 5.08 cars ; freight train, 
20 cars. 

President Riddle’s report says: *‘ The large increase in 
traffic to and from the Southwest, resulting mainly 
from obtaining an entrance to Kansas City, lead to 
the conclusion that the construction of a railroad 
from Davenport to Muscatine, along the western bank of 
the Mississippi River, was demanded and would prove prof- 
itable as an investment. A survey and estimate of cost was 
made and submitted to the Executive Committee, who au- 
thorized its construction, The work was commerced last 
August. The grading and bridging is well advanced at this 
date, and a large portion of the ties and rails required for 
track are delivered. The new line will be 2615 miles long, 
shortening the distance between Davenport and Muscatine, 
as compared with the present route via Wilton, 1014 miles, 
giving a road of low grades and slight curvature. When 
completed, a considerable saving in the time of southwest- 
ern trains will be made, and the distance from Davenport to 
Des Moines, by way of Muscatine and Oskaloosa, will be but 
six miles greater than via Iowa City; and this road can be 
used largely as a second track between the Mississippi River 
and the capital of the state of Iowa. 

“The condition of roadway and track has continued to 
improve from the increased use of bailast, improved drain- 
age, and the substi.ution of steel for iron rails; 10,327 tons 
of steel have been used to replace iron rails and charged to 
operating expense, and 4,111 tons used or 6n hand for second 
track and new line. 

‘**Ten miles of the Keokuk & Des Moines track, from Des 

Moines to Altoona, has been relaid with steel, andis now in 
use as a second track—the trains of two divisions thus hav- 
ing the advantage of a double track for that distance. 
“The Main Line from Chicago to Council Bluffs, with 
mst of the second track, is laid with steel. Two hundred 
and fifty miles have been laid on the Southwestern Division 
between Wilton and Leavenworth, and about 50 miles on 
the Keokuk & Des Moines road, making in all about 900 
mile; of steel rail in use. 

‘*Tn the repairs of -bridges, very thorough and substantial 
work has been performed; 15,040 lineal feet of pile and 
trestle bridging, and 2,305 lineal feet of truss and girder 
bridging bas been renewed and charged to overating ex- 
penses. This in addition to the iron and stone bridging be- 
fore noted. 

“There are at this date 34 iron truss bridges, 
40 iron girder and trestle bridges, and 12 combination (iron 
and timber) bridges in use, aggregating 15,669 lineal feet, 
or nearly three miles. 

‘The repairs of depots, water stations, engine houses and 
shops, sto:k yards, fences, etc., have been well kept up, and 
the structures are generally in good condition, and adequate 
to the service required, with but few exceptions. 

**In Chicago additional yard and depot room for the ac- 
commodation of freight is needed, and land has been pur- 
chased with a view to making the improvements this 
season. 

‘*Tbe work of removing the old elevator in Chicago (which 
had become unsafe for storage of grain), for the purpose of 
making room for a new one of larger capacity, has been 
commenced, and contracts for a new building and machinery 
made. 

“It is proposed to complete the second track (now graded)be- 
tween Ottawa and La Salle, and extend thesame from La Salle 
to Depue, a distance of 10 miles, this season. To replace 
wooden bridges over the Desplaines River at Joliet, and 
Iowa River at Iowa city, and two or three in Wesiern Iowa 
with iron structures. To continue the work of reducing 
grades and substitution of stone culverts and embankments 
for wooden trestles on the Southwestern Division, and make 
such further additions to the roiling stock as the exigencies 
of the service may seem to require. 

‘In closing this brief review of the operations of the road 
for the last fiscal year, which embraced a winter of unusuai 
severity and obstruction from snow, the directors desire 
to express their high appreciation of the faithful service ren- 
dered by officers and employés, and to congratulate the 
stockholders on the general good condition of the property ; 
on the results attained in the past, and the promising indica- 
tions of continued prosperity in the future.” 


St. Louis Bridge. 


This company owns the great bridge over the Mississippi 
at St. Louis, and its approaches and terminal property, ex- 
cept the tunnel which constitutes part of the western ap- 
—— Toat tunnel is owned by the St. Louis Tunnel 

ilroad Company, but is held and operated by the Bridge 
Company under agreement. The report is for the year end- 
ing March 31. 

During the year J. 8. Morgan & Co.’s debt for receivers’ 
certificates was settled by $270,500 in bonds. Other ex- 
penses of reorganization were paid by the sale of $144,000 in 
bonds. The total issue of first-mortgage bonds authorized is 





6,917 in January to 8,557 in September, the average per 





old first-mortgage bonds and funded coupons, and $414,500 
disposed of as above, leaving $226,500 in possession of the 
company. 

The earnings and expenses for the year were as follows: 








1880-81. 1879-80 Inc. or Dec. P. Cc. 
Upper roadway. $191,789.58 $163,511. I. $28,284.58 17. 
Lower roadway 885,999.14 731,621.91 I. 154,377.23 21.1 
Rents, etc....... 60,838.50 40,677.42 I. 20,161.08 49.2 
Tetek:.:..03 $1,138,627.22 $935,810.33 I. $202,816.89 21.5 
Working ex- 
penses.... ... 489,076.37 374,356.40 I. 114,719.97 30.7 
Rents, pools,ete 196,511.18 140,181.25 I. 56,329.93 40.2 
Tow: 3... $685,587.55 $514,537.65 I. $171,049.90 33.2 
Net ear’gs $453,039.67 $421,272.68 I. $31,766.99 7.5 
Construction, , 
Sebi vckenveteut 140,706.39 28,435.40 I. 112,270.99 ..... 





Net bal’ce $312,333.28 $392,837.28 D. $80,504.00 20.5 
The upper roadway is for highway travel, the lower for 
railroad travel. The pools are with the ferries working 
across the river. Working expenses last year were 42.8 per 
cent. of earnings; rents, etc., 17.2 per cent.; total, 60 per 
cent. 

The total amount of net income subject to division with 
the Tunnel Company was $312,333.28, of which that com- 
pany received one-sixth under the agreement. 

The income account of the Bridge Company was as fol- 
lows : 


Five-sixths net income as above ...............e0.eee0s $260,277.73 
PR NNEEIRG C205.c0c0s meciscaeticcote bhbaredeascee 3,183.65 


$263,461.38 
139,455.75 
$124,005.63 
189,672.35 











Malemon, March SL, BGA 6. cides sicecetecs cess 


$313.677 .98 
The income account of the Tunnel Company was as fol- 
lows: 


(ee ee ee ee eee 


¢ $43,589 .35 
One-sixth net income as above 055.55 


52, 





I I 09:05 0i0 54 5.00. c00ewnnewensSeteneseesateonee 552.83 
Total..... yin ida eae eian niet die eben wha cerie aga s erelied $96,197.73 
Dividends (5 per cent.) and commission................. 63,125.00 


Balance, March 31, 1881 $33,072.73 


Over the upper roadway or highway there passed during 
the year 652,196 foot passengers; 359,873 passengers in 
horse-cars and omnibuses; 407,926 vehicles; 24,814 horses 
and mules not attached to vehicles, and 3,334 cattle. 

On the lower or railroad roadway the company’s locomo- 
tives ran 214,459 miles with passenger trains and 321,689 
with freight, a total of 536,148 miles, an averageof 37,406 
miles for each engine in service. Cost of locomotive service . 
was 18.04 cents per mile. 

The total number of passenger-train cars crossing the 
bridge was 93,160, an increase of 11,961 over the previous 
year. Total number of railroad passengers last year, 930,- 
895 ; previous year, 766,525 ; increase, 164,370, or 21.4 
per cent. The average toll last year was 27.4 cents per pas- 
senger. There were aiso 101,648 passengers carried in stock- 
yard trains and 25,760 in chartered cars, making 1,083,892 
in all, 

There were 140,128 loaded freight cars moved across the 
bridge, an increase of 18,925, or 15.6 per cent., over the 
previous vear. 

The freight crossing the bridge to and from the roads east 
of the river was as follows, in tons : 








West.from. East, to. Total. 
Cairo Short Line................. 158,983 12,839 171,822 
Chi., Bur. & Quiney............. 8,413 13,496 91,909 
Ee IR 5 csns pcre 00> <-> dean 8.430 46,277 94,707 
East St. L. & Carondelet and IIl. 
re ee ee ee 9,401 4,596 13,997 
Indianapolis & St. Louis........ 72 ,e9% 24,987 97,880 
Louisville & Nasbville. ......... 122,081 5,777 127,658 
Ohio & Mississippi............ .. 99.035 29,501 128.5 6 
WEGEMNO ssc cssccce A cascca 171,101 49,192 220.29¢ 
Wabash, St. Louis & P...... 186,44 95,623 282,057 
National Stock Yards........ .. 12,236 310.529 322,765 
san S24,5.. aachaasbee koala 959,007 592,817 1,551,824 


Of the freight carried westward 435,241 tons were coal. 
The movement of this coal required 37,580 loaded cars. 

Receipts and deliveries of freight to and frum the roads 
west of the bridge were as follows, in tons, but not including 
live stock: 


Rec'd from. Deliv’dto. Total. 

PID III 6 okeicaeetbeadcadabons 29, 64,266 94,1: 4 
St. L. & San Francisco................. 20,281 23,353 43,634 
I, Os aM Dink. cae. scvcen see 53,493 66,127 119,620 
ghee ENS SRR eee 103,702 153,746 257,448 

Of live stock forwarded tothe National Stock Yards, 


152,103 tons were received from the Missouri Pacific, 62,- 
426 tons from the St. Lovis & San Francisco, and 92,543 
tons from the Wabash, being 307,062 tons in all. 

Large additions were made to the facilities for handling 
freight. The total amount of real estate used for freight 
yards is 23.910 acres in St. Louis and 71.350 acres in East 
St. Louis, costing in all $624,234.57, whereof $468,245 59 
has been furnished by the Union Railway & Transit (‘om- 
pany, and $135,988.98 by the [Terminal Railroad Company. 

here are 11.185 miles of sidings in the St. Louis yard and 
5.773 miles in East St. Louis; 1,004 cars can be loaded or 
unloaded at once in St. Louis and 667 in East St Louis. 

The company has 595 employés, of whom 413 are in the 
Transit Department. 

Complaint is made that many foreign cars have to be re- 
paired, while the company owns only eight passenger cars, 
and has no freight cars, consequently receiving nothing from 
other roads in return. 

New construction work during the year was as follows: 

1. About 2,750 ft. of the upper roadway or highway has 
been renewed with gum blocks placed on end, resting on 3- 
in. planks supported by pineand oak stringers 13 in. apart— 
all lumber being cured by the zinc-tannin process. 

2. The wooden railroad floor of the east approach has 
been largelv replaced with cured lumber. 

3. The southwest tower bas been built of brick, leaving 
only one tower to be rebuilt. 

4, The cellar pits in the west approach have been filled up 
with 10,895 cub. yds. of earth. 

Further new work required during the current year is as 
follows: 

1. The wooden guard-rail system of the main bridge is to 
be replaced. 

2. The track system of the tunnel is to be rearranged, to 
permit free access to the drains. 

3. The iron columns supporting part of the tunnel roof 
are to be protected by guard-cribs. 

4. An iron tower 125 ft. high, with engine and exhaust 
screw, to ventilate the tunnel, is nearly finished, on a sys- 
tem devised by Mr. C. Sualer Smith. A small tower on this 
system is now in use at one point’ in the tunnel and works 
well. Provision for electric lights in the tunnel is also to be 





$5,000,000, of which $4,359,000 were reserved against the 








made. 








